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(ontrol of (Quality 


HUN? & DAUCH has always followed the policy of producing 
everything that enters into the final product. 


This gives absolute control of quality in Hinde & Dauch corrugated 
fibre shipping boxes. 


Twenty-one H & D plants in sixteen different cities make prompt 
deliveries and savings in time and transportation expense — further 
reasons for using Hinde & Dauch service. 


Ask the 50 H & D Package Engineers to help you with your pack- 
aging problems. Their services are without obligation. 


THE HINDE & DAUCH PAPER COMPANY 
303 Decatur Street SANDUSKY, OHIO 


HINDE & DAUCH "tfc" SHIPPING BOXES 
_ Pls'D! 


‘ 





THE TRAFFIC WORLD 


Sed hee 
CF. deere Coens 
i - 
4 


AMERICAN-HAWAIIAN 
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: 1\ao9 
Directly Succeeding a Glipper Ship Line 
Established 1855 Via Gape Horn 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 


— BUILDING 418-430 S. MARKET ST. 
ne, Main 3840 Telephone State 8635 


TRAFFIC WORLD 


LAKE TRANSPORTATION 
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TOLEDO 
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Keeping Ahead / 


The Nicholson Universal Steamship Com- 
pany is primarily an Automobile Carrier. 
Its growth and prosperity depends in a 
large measure on the growth and pros- 
perity of the Automobile Industry. 


It is keeping ahead of production sched- 
ules by periodically adding to its fleet 
larger and faster steamships specially 
equipped for the efficient transportation 
of Automobiles. 


By continually extending its service the 
Nicholson Universal Steamship Company 
offers the Automobile Industry additional 
opportunities each Season to benefit by 
the saving in freight charges derived from 
the use of Lake and Lake and Rail trans- 
portation. 


NICHOLSON UNIVERSAL STEAMSHIP COMPANY 


Owned by 
UNITED STATES FREIGHT COMPANY 

Offices: 
i. ee South and Ohio Streets 
CE snnddnenedccesed 53 West Jackson Blvd. 
Cleveland, Ohio ............ Foot of East 40th St. 
a ee 501 Coe Terminal Bldg. 
Milwaukee, Wis. ............ 225 Erie Street 
, Y See Elm and Water Streets 
Green Bay, Wis............. 125 South Broadway 

A 


NICHOLSON 
UNIVERSAL STEAMSHIP 
COMPANY 
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AT THE SHIPSIDE WAREHOUSE 


Direet Rail and Water Facilities 


Manufacturers of Elizabeth, and within a radius of fifty miles, 
are offered unexcelled rail and water facilities at Bayway Terminal 
for shipping their products to near and distant points. 


Bayway Terminal trucks will call for goods at any factory 
within fifty miles of Elizabeth, ship them immediately from the 
Bayway Terminal dock to any coastwise steamship line, or for 
export. Daily steamboat service from Bayway Terminal dock to 
all steamships from New York City. 


Bayway Terminal is provided with rail connections via 
Central Railroad of New Jersey to and from any point in the 
United States. Sidings of the Central Railroad extend into the 


Terminal. 


Merchants and manufacturers may order goods purchased for 
their own use shipped to Bayway Terminal, which will make 
prompt factory and store door deliveries. 


Joint thru Interstate Commerce Commission and Shipping 
Board rates are in effect on domestic freight. 


The “New Way” offers unlimited terminal facilities for ware- 
housing, assembling, shipping, trucking. 


No lighterage costs. No rehandling. No backhauls. 
Freight car at your door service—at the New York rate. 





Modern factory space to lease at this ideal industrial 
location with the ideal distribution facilities. Low 
insurance. Cheap power. . Heat and elevators. 


| BAYWAY TERMINAL 


[] | 
(e) “One of Elizabeth’s Greatest Assets” 


(el TERMINAL OFFICE: EXECUTIVE[OFFICES: 
[el] Bayway and S. I. Sound, ELIZABETH, N. J. 25 Church Street, NEW YORK CITY 
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Nicke ate Roan 


“THE EMBLEM OF GOOD SERVICE?”’ 


SERVICE IS THE FOUNDATION OF A RAILROAD 
BECAUSE IT BUILDS GOOD WILL, WHICH IN 
TURN BRINGS. BUSINESS. 


Nicke Pate Roan 


AND ITS SUPERIOR SERVICE IS AT YOUR COM- 
MAND AT ALL TIMES READY AND ANXIOUS 
TO SERVE YOU. 


COURTESY —SAFETY —DEPENDABILITY 


Ship and Travel 


Nicket Pate Roan 
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Dallas presents specific 


°[ ee and Distribution Center of 


© | tesiahwce Reekeio = Op portunities to 
manufacturers in 


re > ~=+18 major lines 


p 4s brought industrial engineers 
to her city ... they worked, they 
studied, compared conditions, resources ° 
and trends in Dallas and the great South- 

west, and reported ... that nowhere in Is yours Z ncluded? 
the country were conditions better suited — 

for industry than in this territory! The 
engineers declared that uncommon op- 
portunities exist here for new manufac- 
turers—especially for the 18 industrial 
classifications shown here, although there 
are excellent manufacturing opportuni- 
ties in many other lines. Your investment 
in manufacturing facilities to serve this 
great Southwest Empire will show a 
greater return,and havea certain factor 
of safety, unsurpassed by any other 
geographic division. Check the reports 
below that you wish to receive. No. 4 is 
essential—we have checked it for you. 


Glass Bottles and Jars 
Pottery and Porcelain Ware 
Canning and Preserving 
Boots and Shoes 
Leather Goods 
Men’s Clothing 
Women’s Clothing 
Cotton Goods 
Knit Goods 
Dyeing and Finishing 
Cotton Small Wares 

ye) Dallas Furniture 
op f th val panes: Wood Work 
all of these | *\ (ca Paints and Varnishes 


CN AY AY ND = 


special re- | We Soap and Perfume 

ports free to 3 Drugs, Cosmetics, etc. 

executives «i Agricultural Implements 
Gas and Oil Stoves 


Industrial Dallas, Inc., 
1193 Chamber of Commerce Bldg., Dallas. 


Please send the reports checked below to: 
Name 
Company 


Addr 

[[] 1. Market Map of the Southwest []%. Dallas—Distribution Center [] 6. The Growth of Dallas 

(] 2. The Southwest—Six Billion 4. Industrial Survey of Dallas (] 7. Texas Corporation Laws 
Dollar Market [] 5. Dallas as a City in Which to Live 


Cee ee ne ee ee ee te Ld 








~_—_=_——er—“Cs i i_lr 


we 





THE TRAFFIC WORLD 


The School of Hard Knocks 


Aids the Laboratories of Science 


HE truck of quality cannot 

be built on a drawing board. 
Neither the laboratory nor the 
shop alone can produce it. The 
task is accomplished only by 
sound experience, ripe engineer- 
ing, and practical skill—a combi- 
nation that comes of years of 
truck making. 

At the two large plants where 
International Trucks are manu- 
factured, every scientific test for 
quality and precision is a routine 
matter. All the knowledge the in- 
dustry possesses is expertly ap- 
plied. But these are not enough... 


Experimental models of stock 


construction must be tried and 
‘ punished to prove out designs 
and materials. International Har- 


606 SO. MICHIGAN AVE, ‘!NCORPORATED) 


vester Truck manufacture has 
always embraced a strenuous 
policy of test and trial. A constant 
succession of trucks go to the 


. testing fields to devote themselves 


to a life of violence in a school of 
hard knocks. 

The trucks in this service are 
sent at high speed headlong into 
embankments, plunging across 
railroad tracks, over hurdles and 


Ni) 


INTERNATIONAL | 
ws 





The new Heavy-Duty models, sizes from 

2% to 5-ton, and the new line of Speed 

Trucks, ranging from % to 2-ton, are now 

on view at 170 Company-owned branches 
in the United States and Canada. 





INTERNATIONAL HARVESTER COMPANY 


OF AMERICA 


barriers, through ditches and up 
hills. They suffer tortures in axle, 
engine, clutch, and gears, brakes, 
bearings, wheels, and frame. 
Their drivers have learned pre- 
cisely how to submit every chassis 
member to hammer-like blows 
and to racking stresses and strains. 
Hours here mean more than years 
of ordinary service. 


The findings of this endless 
program of test and trial go back 
into the engineering laboratories 
and the shop, and so new and 
sturdier Internationals are born. 
Every owner of an International 
Truck owns greater transporta- 
tion value because of the high 
standards set for performance at 
the International plants. 


CHICAGO, ILLINOIS 











THE TRAFFIC WORLD Vol. XLII, No,» 


, Biewchendice 


needs this P rotection, —_ 


FF ese claims come piling in .. . when 
distributing costs are mounting... 
when customers find fault because of 
damaged goods your merchandise needs 
the protection only Good Wooden Boxes 
can give. 


‘‘Wooden Boxes—because of their superior 
strength and rigidity — serve both our 
Domestic and Export shipping depart- 
ments most advantageously. In using 
Wooden Boxes we are assured of the safe 
arrival of our products—an achievement 


The Addressograph Company says: im which we take great pride.” 


Orange Crush Holding Corporation: 
‘‘We have found that wooden boxes are the 
most economical and satisfactory for the 
delivery of our product. In so far as we 
are able to judge they prevent breakage 
to a greater extent than does any similar 
package.” ; 


These two large manufacturers have 
found fromexperiencethat it paysto protect 
their merchandise by using good Wooden 
Boxes. They know their distribution costs 
are safeguarded .. . that customers will 
receive their goods in perfect condition. 


A Freé Service you will want to use 


The Wooden Box Bureau maintains a staff 
of expert engineers and designers to assist 
you with your packing, shipping, and dis- 
tribution problems. The knowledge these 
men bring to your office has been gained 
by solving the problems of hundreds of 
manufacturers. Their services are given 
without cost or obligation of any kind. 
Why not avail yourself of this service by 
filling out this convenient coupon and 
mailing it—today? 


CERTIFIED BY CENTURIES 
--WOoOD.. 


Use it - Nature renews it 
Tae a 


Wooden Box Bureau, Dept. 5202 
111 West Washington St., Chicago, III. 


Gentlemen: We manufacture____ and ~would 
like to have one of your engineers call to discuss our distribution 
methods. 


Nam 
Fi 
Stree 


City. 


WOODEN BOX BUREAU 


of the National Association of Wooden Box Manufacturers, 
and of the National Lumber Manufacturers Association 


CHICAGO, ILLINOIS 
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YOUR FREIGHT 


Receives Careful Handling and Prompt Shipment 
via the 











Great Northern Railway 


From and to St. Paul, Minneapolis, Duluth, Superior, 

Sioux City, Winnipeg, Billings, Butte, Spokane, Seattle, 

Tacoma, Portland and intermediate points—with 

through daily merchandise cars to Pacific Northwest 
and intermediate points. 


Serving the Northwest with a Dependable 
Passenger Service Including the 


Luxurious—Faster Time—No Extra Fare 


Oriental Simited 


Between Seattle and Chicago Without Change of Cars 





H. H. Brown M. J. Costello A. J. Dickinson 
General Traffic Manager Western Traffic Manager ee 4 Traffic Manager 
St. Paul, Minn. Seattle, Wash. Paul, Minn. a 






H. G. Dow T. J. Shea 
Eastern Traffic Manager Asst. General Freight Agent 
New York City 105 W. Adams Room 6 







Chicago, IIl. 
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STATES OF PROGRESS 


served by 
Southern Pacific Lines 


=m™m | i 


Off-line Agencies 


® ATLANTA 
Healey Bldg. 
® BALTIMORE 
209 Morris Bldg. pen a . ; 
@ BIRMINGHAM rh ow” or ji ‘ 
Woodward Bldg. \ \ 
® BOSTON 
Old South Bldg. 
@ BUFFALO 
Ellicott Square Bldg. 
@ CINCINNATI 
Dixie Terminal 
@® CHICAGO—FREIGHT DEPT. 


Southern Pacific Bldg. ; puayia® pO, ~ 
® cueeae PASSENGER SP Y i . 2 


T., 33 West Jackson SrTsa tui 
© Ctiypeitone Bide Ss wea gS . 
ppodrome . 
® DENVER Where they reach y 
Boston Bldg. 
® DETROIT 
Majestic Bldg. 
@ HAVANA 
Manzana de Gomez 


> — 


we oy ee te and Southern Pacific have grown and 


® KANSAS CITY 
Railway Exchange Bldg. 
® MEMPHIS 
Exchange Bldg. 
® MINNEAPOLIS 
Metropolitan Life Bldg. 
® MEXICO CITY 
Ave. Cinco de Mayo, No. 32 
@ MONTERREY 
Edificio Langstroth 


@ NEW YORK CITY—FGT.-PASS. 


165 Broadway 
Uptown Pass. Ticket Office 
531—5th Ave. at 44th St. 
@ OKLAHOMA CITY 
Perrine Bldg. 
@ PHILADELPHIA 
Packard Bldg. 
® PITTSBURGH 
Park Bldg. 
@ SALT LAKE CITY 
41 South Main St. 
® SEATTLE 
314 Union St. 
® ST. LOUIS 
Carleton Bldg. 
@ VANCOUVER, B. C. 
585 Granville St. 


® WASHINGTON, D. C. 
Southern Bldg. 


thrived together, sharing the prosperity which great 
natural resources permit and which efficient railroad 
transportation stimulates. 


Southern Pacific is a native son. It was born in Cali- 
fornia and loyally serves the land of its nativity. 


Its three main lines—two east and west, one north and 
south—plus thousands of miles of feeders, link the 
state’s vast productive areas with local and eastern 
markets. 


Come to California and come Southern Pacific. 


Shakey, THIS magnificent State, second larg- 
OEM ITE wary est in the Union, with its equable 
er climate produces practically every 
variety of commercial crop grown on 


reets 


the continent. 


Lumber, fruits, nuts, cotton, innu- 
merable field crops, vast stretches of 
grazing country, wide variety of min- 
eral products and splendid railroad 
facilities make up its amassed wealth. 


SOUTHERN PACIFIC LINES 
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THE TRAFFIC SERVICE CORPORATION, CHICAGO, ILL. 
(Copyright, 1929. Twenty-first Year) 








(Member of A. B. C.) 
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RAILROADS AND RADIO 

The radio broadcasting by the Great Northern Rail- 
way Company of the ceremonies in connection with the 
opening to traffic of its new tunnel through the Cascade 
Mountains, though, possibly, not the first time the radio 
has been used for railroad purposes, at least marks the 
first time public attention has been forcefully directed 
to possibilities along this line. We are not now thinking 
particularly of advertising by individual railroads when 
one of them has something it would like the public to 
know about, but to the opportunity offered by this 
means for the railroads as a whole to get before the 
public some of the things they would like it to know. 
There is no better means of reaching the public and it 
would be entirely possible to arrange for radio talks by 
entertaining and otherwise qualified speakers at regular 
intervals with the purpose of informing the public on 
such matters as railroad revenue, the inroads of the 
motor vehicle on rail traffic, government policies of sub- 
sidized competition with the railroads, and other similar 
things with respect to which the railroads can speak 
practically as a unit. These talks ought not to be so 
long as to bore the radio audiences and they ought to 
be by persons who know what they are talking about 
and who can speak interestingly, as well as with 
authority. 


RAILROAD NET RETURN 


Though official figures as to the earnings of the 
railroads in 1928 have not yet been made, the best 
estimate available is that their net return on book invest- 
ment was 4.65 per cent, which would, perhaps, mean 





a return of about 5.25 per cent on their valuation as 
fixed by the Commission for rate-making purposes. No 
one, however, but the Commission could make a defi- 
nite statement as to this latter percentage figure, for no 
one but the Commission knows what its valuation for 
rate-making purposes now is. It is safe to say, however, 
that another year has passed without the railroads earn- 
ing the net return of five and three-quarters per cent 
held by the Commission to be a proper rate of return on 
the valuation fixed by itself, without anything having 
been done by the Commission to readjust rates so that 
the return will meet its own figure of adequacy, and 
without any explanation of why such action has not 
been taken. 

Until comparatively recently, the Commission’s 
bureau of statistics compiled figures to show the per- 
centage of return earned by the carriers on the Com- 
mission’s valuation of their properties to set against 
their own figures as to the percentage of return on 
their own book investment account. The percentage on 
valuation was always larger than thé percentage on book 
investment, but it never has met the five and three 
quarters figure. The bureau of statistics no longer com- 
piles such figures, for the reason, it is understood, that 
investigation of the book investment accounts of a 
number of railroads has revealed that their accounts 
have been overstated, in the Commission’s opinion, by 
ten or fifteen per cent, so that book investment accounts 
can no longer be used in making estimates of the tenta- 
tive valuation brought down to date. The Commission 
advised Congress several years ago that it had no base 
on which to figure the rate of return under section 15a, 
but it is pointed out that the work of bringing rail- 
road valuations down to date is making progress toward 
the time when it will soon be possible to establish such 
a base. The estimate of 4.65 per cent given above is 
on a book investment account of $25,354,000,000. It is 
possible that the Commission’s valuation of $18,900,- 
000,000 brought down to. date would be around $22,000,- 
000,000, but that is only a guess. 

It is worthy of comment that, more than eight years 
after the enactment of section 15a, we have no auhor- 
itative statement from the Commission—which, of 
course, is the responsible body in the matter—or the 
railroads, as to the rate of return on the valuation of 
1920 brought down to date to compare with the fair 
return of five and three-quarters per cent prescribed by 
the Commission in 1922 and not since changed; and, 
apparently, we must wait until the valuation work of the 
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Saves Time for the 
Shipper 


\ 


STRAIGHT LINE is not always the shortest distance 
between two points, especially in railroading where the 
It may offer the shortest 
path but where it comes in contact with congested right of 
way or terminals it means slowing up of transportation. 


element of time is so important. 


Freight transportation through cities is conducted at great 


cost—the temper of the peo- 
ple, the service to the ship- 
per, the efficiency of the 
carrier all suffer. 


To assure shippers of 
prompt handling Illinois 
Terminal Railroad System 
sends, its freight trains 
AROUND many of the 


cities on its lines. 


The map shows how “belt 
lines” carry freight trains 
around -cities and congested 
terminals. This method of 
routing freight shipments 
saves time for the shipper. 
It gets the raw materials to 
the factory in shorter time; 
it puts the finished product 
in the hands of the distribu- 
tor on schedule. It also 
opens new and inexpensive 
industrial sites. More than 
100 industries have located 
on these belt lines. More 
sites are available. 
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There are other examples of special and extraordinary con. 
struction designed to speed up freight shipments when they 
reach the lines of the Illinois Terminal Railroad System. 


On the east side of the Mississippi river, opposite the city 
of St. Louis, this railway not only sends its freight trains 
AROUND the cities of Granite City, Madison and Venice 


but OVER them as well. 
Here there is a 7,000 foot 
viaduct approach to the Mc. 
Kinley bridge built OVER 
and AROUND these indus. 
trial centers for the purpose 
of saving time in transporte 
tion of freight. 


The McKinley Bridge over 
which trains of the Illinois 
Terminal Railroad System 
enter and leave St. Louis is 
another aid to prompt and 
satisfactory service on these 
lines. This is the only inde: 
pendent railway entrance 
from Illinois into St. Louis 
and it is the heaviest capac 
ity railroad structure across 
the Mississippi river at this 
point. 

There are many other ways 
in which this railroad offers 
special service to shippers. 
Let us tell you about them. 
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Commission has made progress to a point where it will 
restate the valuation before we get a basis for comparison. 


“PROFITS” AND WATERWAYS 

President Coolidge should issue an order directing 
Major General Edgar Jadwin, chief of engineers of the 
army, and Major General Thomas Q. Ashburn, chairman 
of the executive board of the Inland Waterways Corpora- 
tion, to take a course of instruction from Colonel Harry 
Burgess, governor of the Panama Canal, as to the correct 
method of presenting the financial aspects of the govern- 
ment’s waterway activities. That Colonel Burgess is quali- 
fied for such an assignment is revealed by his testimony 
before the House committee on appropriations to the effect 


‘that the Panama Canal owes the treasury of the United 


States about $540,000,000, and that the two generals need 
such instruction is revealed by their testimony before the 
same committee, as set forth elsewhere in this issue. 

Colonel Burgess deals with the financial results of 
operation of the Panama Canal on a business basis, though 
the government is in charge of the operation and he would 
be acting in accord with the practice of other government 
officials if he ignored the cost of capital in his computa- 
tions. He insists, however, that the proper method is to 
figure the cost of capital to the government, including the 
cost of unpaid interest. In other words, he is not fooling 
himself or the public. In a time when there is a great deal 
of loose talk about “profits” and “savings” from the water- 
way activities of the government, such an official as Colonel 
Burgess is to be highly commended for taking the position 
he did before the House appropriations committee. 

Major General Jadwin, when before the committee, 
was asked for “a complete statement” in answer to a charge 
that money spent on waterways was “wasted and squan- 
dered.” In about one hundred and seventy words the 
general made the “complete statement.’”’ He said the im- 
provement of harbors and waterways had made possible a 
reduction in the freight bills of the nation by an amount 
estimated at $600,000,000 annually. No underlying figures 
as to that estimate were given. Having set forth the esti- 
mate, the general said it represented an annual dividend of 
about 50 per cent on the entire cost to the government, 
including capital investment and all maintenance and operat- 
ing costs to date. We wonder what the result would be if 
the cost of capital were figured in this instance as Colonel 
Burgess figured it in the case of the Panama Canal. In- 
cluded in the general’s statement also was the assertion that 
joint rail and water rates, cheaper than all-rail rates, were 
now in effect on the Mississippi River to points in forty 
states. The rail and water rates are lower than the all-rail 


. tates, but there is a question as to whether they are theaper. 


They have been made possible by the government financing 
the barge line operations. The barge line does not charge 
itself with interest on the money it has obtained from the 
public treasury. Again, what would be the result if Colonel 
Burgess’s methods were applied to the barge line opera- 
tions? In the case of the Panama Canal there is no issue 
as to its being operated by private capital. With the barge 
lines, however, there is such an issue because that opera- 
tion is being justified on the ground that it is a demonstra- 
tion for the purpose of showing that private capital can 
operate successfully on the rivers. In considering the cheap- 
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ness of the barge line rates, therefore, estimates, of course, 
should be made not only as to cost of capital but as to 
other expenses, including taxes, that would have to be met 
by a private operator. We think General Jadwin ignores 
the “cost” of the “cheap” rates. In his testimony he said 
that, with respect to inland rivers and waterways, the annual 
freight saving ran something over six per cent on total 
expenditures to date and offered the explanation of that 
deduction that is set forth elsewhere. He indicated there 
that he figured interest on the money spent, but he did not 
say what rate of interest, and his explanation is not clear. 
His statements to the committee, we think, require more 
explanation. 

It may be inferred from the testimony that the “saving” 
of $600,000,000 a year is the amount below what it would 
have cost if all the water-borne traffic had moved at all-rail 
rates. Even so, the question arises if the railroads had 
500,000,000 tons of additional freight annually, what the 
all-rail rates would be. This is simply an illustration of 
the extent to which the estimate of “savings” is in the field 
of speculation. 

General Ashburn told the committee the “profits” from 
operation of the lower Mississippi part of the barge service 
had been about four and a half per cent on the investment 
of $10,000,000. Where would that “profit” be if interest 
on the cost of capital, taxes, and other expenses that a 
privately owned and operated common carrier would have 
to meet were figured? The general thought the results on 
the lower Mississippi had induced large corporations to put 
their own barges on the rivers and that one common carrier 
line had come into existence on the Ohio. Later in his 
testimony, however, he said, in effect, that there must be 
common carrier operation to offset the private carrier enter- 
prises. We think the general said a great deal when he 
stated that “private capital would only operate boats where 
it was profitable to do so.””’ Common carriers owned by 
private interests would be on the Mississippi River now if 
such operations were profitable. 

Another interesting statement made by General Ash- 
burn was that it would be “unthinkable” to sell the barge 
line on the lower Mississippi. He said the operation of that 
part of the fleet was necessary to develop the others. Ex- 
tension of the government barge services to the Illinois 
and Missouri Rivers is on the program. The upper Missis- 
sippi service has been losing a substantial amount of money. 
It may be expected that the Missouri and Illinois services 
will lose money for some time. Therefore, the government 
will be in the barge line business for a long time to come, 
the lower Mississippi service being used to aid the other 
branches of the service. Unless there is a change in national 
policy with respect to this question, we think it is useless 
to expect that the government will get out of the barge 
line business. 


R. R. EARNINGS FOR ELEVEN MONTHS 


Class I railroads for the eleven months of 1928 ended with 
November had a net railway operating income of $1,099,837,653, 
as compared with $1,030,725,502 for the corresponding period of 
1927, according to the Bureau of Railway Economics. 

The net for the 1928 period was at the annual rate of return 
of 4.74 per cent, as compared with 4.54 per cent for the 1927 
period, based on the property investment of the carriers, accord- 
ing to the bureau, which, in its monthly statement, says: 


income of the Class I railroads in No- 


The net railway operatin 
113,694,856, which, for that month, was 


vember, 1928, amounted to 
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at the annual rate of return of 4.76 per cent on their property in- 
vestment. In November, 1927, their net railway operating income 
was $86,708,399, or 3.71 per cent on their property investment. 

An ot d investment is the value of road and equipment as shown 
by the ks of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

This compilation as to earnings in November is based on reports 
from 185 Class I railroads representing a total mileage of 240,354 miles. 

Gross operating revenues for the month of November amounted 
to $531,218,583, compared with $504,314,198 in Novebmer, 1927, or an 
increase of 5.3 per cent. Operating expenses in November totaled 
$374,153,524, compared with $377,167,017 in the same month in 1927, 
or a decrease of eight tenths of one per cent. 

Class I railroads in November paid $33,971,554 in taxes, an in- 
crease of 9.2 per cent over the same month in 1927. This brought 
the total tax bill of the Class I railroads for the first eleven months 
in 1928 to $358,627,354, an increase of $3,637,442, or one per cent above 
the corresponding period in 1927. . 

Sixteen Class I railroads operated at a loss in November, of which 
eight were in the eastern, three in the southern and five in the west- 
ern district. 

Class I railroads for the first eleven months in 1928 had a net 
railway operating income amounting to $1,099,837,653 which was at 
the annual rate of return of 4.74 per cent on their property investment. 
During the corresponding period of the preceding year, their net 
railway operating income was $1,030,725,502 or 4.54 per cent on their 
property investment. 

Gross operating revenues for the first eleven months in 1928 
amounted to $5,683,198,609 compared with $5,743,744,443 during the 
corresponding period in 1927 or a decrease of 1.1 per cent. Operating 
expenses for the first eleven months period of 1928 totaled $4,116,- 
404,458 compared with $4,252,127,141 during the corresponding period 
the year before or a decrease of 3.2 per cent. 

Net railway operating income by districts for the first eleven 
months with the percentage of return based on property investment 
on an annual basis follows: 


New England Region.........ceccccecceeeees $ 40,939,280 
Great Lakes ReBion.....ccscccccccccccccvcees 190,612,633 
Central Hastern Region.....-...cccceseeseers 241,774,193 
Pocahontas Region .......0-se00- oa 71,697,779 

Total Eastern District 545,023,885 

Total Southern District 121,242,615 
Northwestern Region .........- peveusteuneses 136,755,937 
Central Western- Region...... pipiwenseaeecaan 199,689,437 
Southwestern Region ........... oe canals tana ae 97,125,779 

Total Western District..........+.++- cooe 488,671,163 


United States $1,099,837,653 
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Eastern District 


The net railway operating income of the Class I railroads in the 
Eastern district for the first eleven months in 1928 totaled $545,023,885 
which was at the annual rate of return of 5.17 per cent on their 
property investment. For the same period in 1927, their net railway 
operating income was $517,555,083 or 5.02 per cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
Eastern district for the first eleven months in 1928 totaled $2,789,- 
151,398, a decrease of 2.3 per cent under the corresponding period 
the year before while operating expenses totaled $2,026,089,519, a 
decrease of 4.6 per cent under the same period in 1927. 

Class I railroads in the Eastern district for the month of Novem- 
ber had a net railway operating income of $55,481,366 compared with 
$34,600,877 in November, 1927. 


Southern District 


Class I railroads in the Southern district for the first eleven 
months in 1928 had a net railway operating income of $121,242,615, 
which was at the annual rate of return of 4.18 per cent on their 
property investment. For the same period in 1927 their net railway 
operating income amounted to $128,285,599, which was at the annual 
rate of return of 4.55 per cent. Gross operating revenues of the 
Class I railroads in the Southern district for the first eleven months 
in 1928 amounted to $709,245,739, a decrease of 5.7 per cent under the 
same period last year, while operating expenses totaled $536,418,400, 
a decrease of 5.9 per cent. 

The net railway operating income of the Class I railroads in the 
Southern district in November totaled $12,650,508, while in the same 
month in 1927 it was $9,610,245. 


Western District 

Class I railroads in the Western district for the first eleven months 
in 1928 had a net railway operating income of $433,571,153, which was 
at the annual rate of return of 4.43 per cent on their property invest- 
ment. For the first eleven months in 1927, the railroads in that dis- 
trict had a net railway operating income of $384,884,820, which was 
at the annual rate of return of 4.03 per cent on their property invest- 
ment. Gross operating revenues of the Class I railroads in the West- 
ern district for the first eleven months in 1928 amounted to $2,184,- 
801,472, an increase of 2.2 per cent above the same period last year, 
while operating expenses totaled $1,553,896,539, a decrease of three- 
tenths of one per cent compared with the first eleven months in 1927. 

For the month of November, the net railway operating income 
of the Class I railroads in the Western district amounted to $45,562,982. 
The net railway operating income of the same roads in November, 
1927, totaled $42,497,277. 


Class | Railroads—United States 


Month of. November— 
Total operating revenues......... arene $ 531,218,583 
Total operating expenses 374,153,524 
Taxes .. ea eae ace manne 33,971,554 
Net railway operating income............ 113,694,856 
Operating ratio . we 70.43% 
Rate of return on property investment... 4.76% 
Eleven months ended Nov. 30— 
Total operating revenues $5,683,198,609 
Total operating expenses... 4,116,404,458 
358,627,854 


Taxes ° ‘ 

Net railway operating income 1,099,837,653 
72.43% 

4.74% 


1927 
$ 504,314,198 
377,167,017 
31,113,157 
86,708,399 
74.79 % 
3.71% 


$5,743,744,443 
4,252,127,141 
354,989,912 
1,030,725,502 
74.03% 


Operating ratio vied eawe ew eaes a 
4.54% 


Rate of return on property investment... 


REVENUE FREIGHT LOADING 


Complete reports for the year show that 51,576,731 cars were 
loaded with revenue freight in 1928, according to the car service 
division of the American Railway Association. 
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This was a decrease of 59,075 cars, or one-tenth of 1 
cent, compared with 1927 and a decrease of 1,522,088 can 
2.9 per cent, compared with 1926, according to the division, whic 
says: 


Although the volume of freight traffic, measured by the t 
number of cars loaded with revenue freight, was less in 1928 then 
either 1927 or 1926, the movement during the past year was hanan 
with the greatest operating efficiency ever attained by the rajj 
of this country. Not only were fewer trains and locomotives req 
than ever before in proportion to the amount of traffic transpo 
but the average load per train was greater and shippers recej 
the best service ever afforded them due to the increased prom 
ness with which freight shipments were handled in 1928, Dt 

Loading of revenue freight exceeded one million cars in 24 Weeks 
in 1928 compared with 28 weeks in 1927 and 27 weeks in 1926 
; Total loading by commodities for 1928 compared with 1997 fol 
ows: ; 

1927 


2,378,749 
grades 


Grain and grain products 
Live stock 


Ore y 1,907,658 
Merchandise less than carload lot freight 13,155,067 
Miscellaneous freight 19,846,174 19,368,865 


51,576,731 51,635,806 


For the week ended on December 29, loading of revenue freight 
amounted to 667,586 cars, a decrease, due to the Christmas holidays 
of 230,382 cars compared with the preceding week. It also was a de. 
crease of 12,968 cars compared with the corresponding week in 197 
and a decrease of 66,695 cars under the same week in 1926. 
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Revenue freight loading by districts the week ended Pp 
cember 29 and for the corresponding period of 1927 was reported 
as follows: 


Eastern district: Grain and grain products, 5,343 and 5,048; liye 
stock, 2,330 and 2,322; coal, 29,328 and 33,681; coke, 2,420 and 1,81: 
—— Sone oiee — woe ok ore, 917 and 986; merchandise, L, C 
, 53, an ,536; miscellaneous, 59,765 and 58,695; t 
156,851; 1927, 157,962; 1926, 169,139. ° —_ 

egheny district: Grain and grain products, 2,615 and 2,696; 
stock, 1,681 and 1,573; coal, 29,473 and ‘32,110; coke, 5,260 and iso 
forest products, 2,087 and 2,050; ore, 2,471 and 1,132; merchandise 
L. C. L., 42,551 and 41,258; miscellaneous, 56,245 and 54,195; total 
1928, 142,383; 1927, 139,563; 1926, 159,858. 

Pocahontas district: Grain ana grain products, 106 and 156; live 
stock, 81 and 80; coal, 17,772 and 23,206; coke, 369 and 365; forest 
args 888 ees —_ _ and 74; merchandise, L. C. L., 4,987 

‘ ; miscellaneous, 3,808 and 3,553; q , ; 
38,648: 1836, tise, 553; total, 1928, 28,172; 192, 

outhern district: Grain and grain products, 2,862 and 2,693; li 
stock, 1,358 and 1,572; coal, 15,983 and 22,630; coke, 487 and 513; fon 
= a ~~. Do me | ore, 629 By 1,055; merchandise, L. ¢, 
ke 4 an & ;. miscellaneous, 30,972 x ; ‘ 
a aot ad 1926, 107,633. ibodmetien::: 

vorthwestern district: Grain and grain products, 9,194 and 10,140; 
live stock, 7,237 and 7,257; coal, 7,055 and 8,862; coke, 1,308 and seh 
a el ote tees Psent. ore, 390 and 411; merchandise, L 
| ae . and 23, ; miscellaneous, 23,173 4 - 

79,3585 1927, 82,994; 1926, 84,195. ew ee 
entra estern district: Grain and grain products, 12,459 and 
10,816; live stock, 7,282 and 7,474; coal, 14,159 Pa 14,802; coke, 2 
pol a ee pag ee 3,798; ore, 3,472 and 2,640; mer- 
se, L. C. » 21, an ,535; i 11 4 
total, 1938, 109,046: 1937, 104,577; 1926, 112,639, — 
_ Southwestern district: Grain and grain products, 4,405 and 4,47; 
live stock, 1,533 and 1,876; coal, 5,325 and 6,041; coke, 145 and 20; 
a oeaen ake Yates Pan ore, 330 and 384; ee L 
> ie F an t ; miscellaneous, 31,36 J ; 
60,929; 1927, 59,116; 1926, 59,662. a a 
otal, all roads: rain and grain products, 36,984 and 36,024; 
live stock, 21,502 and_ 22,154; coal, 119,095 and 141,332; coke 10,263 
and 9,372; forest products, 32,859 and’ 35,219; ore, 8,370 and 6,68; 
merchandise, L. C. L., 192,905 and 192,232; miscellaneous, 245,609 
and 237,539; total, 1928, 667,586; 1927, 680,554; 1926, 734,281. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1926 
3,686,696 


1927 
3,756,660 
3,801,918 
4,982,547 
3,875,589 
4,108,472 
4,995,854 
3,913,761 
4,249,846 
5,488,107 
4,464,872 
3,822,903 
4,175,277 


51,635,806 


Four weeks in January 

Four weeks in February . 

Five weeks in March 

Four weeks in April 

Four weeks in May 

Five weeks in June 

Four weeks in July 

Four weeks in August..... 

Five weeks in September 

Four week in October 4 cS 
Four weeks in November ...... 4,245,028 
Five weeks in December 4,413,778 


61,576,731 


4,248,272 
4,490,391 


—__—_—- 


53,098,818 


INCREASE IN MILEAGE ALLOWANCE 


A proposal to increase the mileage allowance on privately 
owned express refrigerator cars equipped for passenger train 
service from the present rate of 2 cents a mile to 2.5 cents 
has been submitted to a vote of the membership of the Amer 
can Railway Association. The proposal originated with the ger 
eral committees of the transportation and traffic divisions and 
has been approved by the board of directors of the association. 
In the event it is approved by a majority of the membership, 
that majority to represent two-thirds of the freight cars owned 
or controlled, the revised rate will be published in B. T. Jones’ 
mileage tariff No. 7-F, I. C. C. 2098. The present rate of 2 cents 
a mile is the same as applies to private refrigerator cars used 
in freight train service. The railroads now allow the Americal 
Railway Express Company 2.5 cents a mile. 
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Current Topics 
in Washington 





Prayers for Simple Reports Unavailing.—Those who are 
compelled to read the reports proposed by Commission exam- 
jiners must be an unholy lot. The prayers of the righteous, it 
js declared, avail much. About the prayers for simple reports 
peing offered there can be no doubt. Therefore, it must be 
inferred that the makers of such prayers are not righteous. 
There has not been much response. The report in the general 
petroleum investigation involving all rates in and into official 
and southern territories consists of 91 long pages of text and 
about 30 pages of exhibits and appendices. It may have been 
necessary to use as much language as the examiners employed. 
The late Chief Justice White once asked an attorney if the 
question in a tap line case was not whether the little railroad 
running out into the woods was a common carrier. The 
lawyer, truthfully and accurately, said it was. And yet 
he had used up more than half an hour telling about the inter- 
corporate relationships, which, as the chief justice said, no 
human being could carry in his head. In the course of the argu- 
ment in the O’Fallon case, the justices of the Supreme Court 
asked the lawyers sharp questions as to what their points might 
be and what they proposed as a substitute for what had been 
done. That court has reformed itself to a large extent, but it 
seems to be having a hard time persuading those who practice 
before it that brevity is a desirable thing, especially in view 
of the fact that there is a minute record to be consulted in the 
event there is a dispute as to a fact. The court seldom delivers 
an opinion a third as long as the opinions of Chief Justice 
Marshall when he was making the Constitution walk, or even 
one-third as long as the opinion of Chief Justice Taney in the 
Dred Scott case. There seems to be so much in the reports 
of examiners that proves nothing in connection with the point 
on which the case turns. It is probable that the form of pro- 
posed report is the result of a growl from a commissioner or 
several commissioners who were peeved when they read a re- 
port that did not contain any reference to testimony they thought 
important. Thereupon, an order probably went forth to incor- 
porate in each report the substance of all testimony given by 
each side so that the commissioners would be able to find ref- 
erence, in the report, to every fact that was brought forward, 
instead of going to the record if something developed tending 
to show that the omitted part was of particular use. Attorneys 
and traffic managers, in exceptions to reports, have noted, as 
reason for excepting to a report, the fact that no reference 
was made to a particular contention. But, even so, many be- 
lieve, the Commission might, with profit to everybody concerned, 
establish a school for examiners to teach the art of telling a 
story about even a complicated case that could be read in not 
more than half an hour, that would give the informed traffic 
man a general understanding of what was being proposed. In 
that petroleum case, for illustration, the traffic reader, it is 
believed, is interested, at the start, only in the fact that the 
examiner proposes to reduce the rate prescribed in the Phillips 
petroleum case from such and such a figure to such and such 
another figure. Later he may be interested in the reasons for 
the reduction of two cents, if that is the amount. But the fact 
and the reasoning for the proposal are so intermingled that 
there must be much labor before a few essential facts are 
obtained. The head notes are supposed to perform that func- 
tion. But frequently they do not. The head note in the pe- 
troleum investigation report merely tells that, “upon general 
investigation of rates on petroleum products certain 
rates found to be unreasonable and unduly prejudicial” and 
“reasonable and non-prejudicial basis of rates prescribed.” The 
Delphic oracle, it might be suggested, was not more cautious 
than the head note in this case. In behalf of the latter, how- 
ever, it may be said, no one could possibly be misled, which 
was not the fact about oracular utterances. Perhaps the an- 
swer is more righteousness back of the prayers for simplification 
a — reports and briefs before the Commission and the 

urts. 





Common Law in Interstate Commerce.—Guernsey Orcutt, in 
his discussion of the Hoch-Smith iron and steel report (else- 
where in this issue) seemed to wade into deep water when 
he asserted that the right of the common carrier to a fair return 
was @ common law right and not dependent on the interstate 
commerce law. Commissioner Aitchison seemed to be about 
Teady to “give him a ride” on that, because Mr. Orcutt, perhaps, 
had stated his proposition too broadly. Later, Commissioner 
Farrell asked him if he did not mean that the principles of the 
common law were applied by the courts, even if the common 
law, as such, did not prevail in the federal courts or in all the 
states. It is a touchy point. The Commission has fingered it 
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gingerly. In National Live Stock Exchange vs. Santa Fe et al. 
(87 I. C. C. 157), Chairman Lewis said that “counsel for defend- 
ants concedes that this is the common law in some states, but 
contends that it is not necessarily such in other states.” To 
support his allegation the lawyer cited McDaniel vs. Chicago, 
etc., R. R. Co., 24 Iowa 412. Lewis said the Commission did 
not find that that decision supported the contention of the car- 
riers or was in conflict with the decisions cited by the Com- 
mission in its original report (80 I. C. C. 747). Then he said 
it was further contended by the railroads that there was no 
common law applicable generally to interstate commerce. As 
to that, Lewis invited those interested to see Western Union 
Telegraph Company vs. Call Publishing Company, 181 U. S. 92. 
He did not go into the Western Union case, in the course of 
which Justice Brewer said: “Can it be that the great multitude 
of interstate commercial transactions are freed from the bur- 
dens created by the common law, as so defined (in preceding 
passage) and are subject to no rule except that to be found 
in the statutes of Congress? We are clearly of opinion that that 
cannot be so and that the principles of the common law are 
operative upon all interstate commercial transactions except 
so far as they are modified by congressional enactment.” There- 
fore, seemingly, the question as to cases before the Commission 
is as to how far the principles of the common law have been 
modified by the interstate commerce act. 





Edison on Government in Business.—It is probably fortunate 
for Thomas A. Edison that he is so comfortably situated, in a 
financial sense, that he is never likely to be beholden in any 
way to a government official. Remarks he has made to the 
Saturday Evening Post about government in business and the 
methods of government officialdom in general are of such nature 
as to suggest that, if he had to depend on a claim against the 
government for any part of his living, he would have to live 
longer than Methusaleh before he got enough to pay for a cup 
of coffee. At one place he said the government never really 
went into business, “for it never makes ends meet .. . the 
first requisite of business.” He said it just mixed a little busi- 
ness with a lot of politics “and no one ever gets a chance to 
find out what is actually going on.” Speaking of the possibility 
of the government going into the power business, he said that, 
“if it goes into the power business, it can pretend to sell cheap 
power and then cover up its losses.” His prize illustration, the 
one that attracted most attention among those who know some- 
thing about government methods, was about an article of tin 
he needed in a hurry in the course of his experimental work 
for the government during the war. A near-by navy shop was 
asked to produce it. He kept sending messengers every few 
hours to find out about his hurry-up job. At the end of four 
days he got what he had asked for. Out of curiosity he later 
asked his own tinsmith to make the thing for him. In two and 
a half hours he had it. And that, the recipient of more 
than 1,000 patents said, he thought represented the ratio of effi- 
ciency between government and private operation in some cases. 
Edison is so opposed to the government doing anything more 
than inspect operations that he even would have the postal 
service performed by private enterprise. 





Private Property and Government Competition in Business. 
—In connection with cases arising out of the acts of states based 
on the assumption that the oil industry is all bad, the Supreme 
Court of the United States, within the year, seems to have laid 
down two definite rules. The first is that, if a state feels enough 
like a soviet, it may, with impunity, take money raised by 
taxation to go into business in competition with its citizens, 
without violating the federal Constitution. The second is that 
by no pretense may a state fix the prices at which private citi- 
zens, if they desire to sell, must sell their products. The first 
mentioned rule is that laid down in what is known as the Lincoln, 
Neb., municipal gasoline station case. The second is that of 
Standard Oil Company of Louisiana and Texas Company vs. 
Albert S. Williams and other officials of Tennessee, decided 
January 3. The Tennessee statute authorizing the fixing of the 
prices of gasoline in that state by state officials, in all its parts 
was declared unconstitutional as in violation of the due process 
of law amendment. In the Lincoln case the oil companies that 
found tax money paid by them being used to establish municipal 
stations at which gasoline was to be sold at less than cost plus 
a fair return (which meant that they would be put out of busi- 
ness unless they cared to stand larger or smaller losses) alleged 
that use of money for that purpose was not a public purpose. In 
substance, the court held, as it did in South Dakota’s socialistic 
operations, that it was no part of the duty of the court to sit 
in judgment over a sovereign state if the latter chose to squan- 
der the money of its citizens in setting up in business in com- 
petition with them. But in the Tennessee case it stood squarely 
on the proposition that when a state undertook tv fix prices 
at which its citizens and others doing business in the state 
had to sell their goods, it was taking their money without due 
process of law. The difference in the methods of separating 
citizens from their money seemed to make a distinction in the 
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law to be appied. By implication, a state can tax its people 
for the capital needed to put the state into competition with 
the taxpayers that will bankrupt them, but it cannot take the 
money by fixing prices, though the prices fixed might be high 
enough to give the vendors ample profit. 


Another Waterway-Railway Fight?—The enthusiasm with 
which advocates of transportation by water are moving on the 
federal and state treasuries for the wherewithal suggests that, 
notwithstanding doubt about the accuracy of the declaration 
that history repeats itself, there may be much truth in it. A 
little less than eighty years ago the Legislature of Illinois was 
called into special session to devise ways and means to meet 
an annual interest charge of $600,000 on a debt of $10,000,000 
incurred in the wild internal improvement orgy in which it 
had indulged when it decided to build canals, roads, railroads 
and “improve” creeks, notwithstanding there was hardly any 
prospect of revenue therefrom. To meet that interest charge 
and operate the government the state treasury had a revenue 
of about $200,000 a year. Within the week the Commission, in 
its report on the complaint of the Tennessee, Alabama and 
Northern demanding through routes and joint rates, said that, 
“to prevent an increase in state taxation,” it was necessary to 
obtain more business for the port of Mobile. The report did 
not say the increase in taxation would result from the construc- 
tion of the state docks at that place, of which Gen. W. L. Sibert, 
an eminent engineer, has charge, but the inference seemed 
plain. Fortunately for the complainant, the Commission did 
not found its order for joint rates and through routes on the 
necessity for preventing an increase in state taxation. The 
testimony undoubtedly was as represented by the report. What 
relevancy it had to the issue in hand did not appear, because 
the Commission has no power to make the railroads contribute 
to an enterprise to save the people of Alabama from higher 
taxation that may be due, in part, if not in the whole, to the 
construction of docks that do not pay. In the political cam- 
paigning for them there were probably positive assertions that 
the docks would pay from the beginning of business, even as 
the Illinois iegislators predicted that the bonds they authorized 
for internal improvements would sell at premiums almost large 
enough to pay for the improvements —A. E. H. 


NEW EXPRESS AGENCY 


The Traffic World Washington Bureau 


A suggestion that the railroads will not be prepared, by 
March 1, the day suggested by them, to take over the assets 
and business of the American Railway Express Company, has 
not reached the Commission in any form other than that of 
newspaper articles. The point can be of no significance to the 
Commission in its consideration of the requests for permission 
to pool the traffic, to issue securities, and to suspend the pro- 
hibition against multiple directorships. It may be of meaning 
as between the railroads and the Express Company. It could 
become of meaning to the Commission if, because of the expira- 
tion of the contract between the express company and the rail- 
roads, one or both parties should seek to hold that the obligation 
to render an express service for the public had disappeared. 
The suggestion that the parties might not be able to make the 
transfer by March 1, however, has not been coupled even with 
an intimation that because of failure to complete arrangements 
for the transfer, express service would come to an end on the 
last day of February. 

Casual examination of the applications, by men of the Com- 
mission, has resulted in attention being directed to the fact that 
the new express agency has failed, in its applications in respect 
of the issue of securities and directorships, to be as specific as 
the law seems to require. The application for permission to 
issue $35,000,000 of debenture bonds makes no mention, it has 
been pointed out, as to the term for which the bonds will run 
or any other details required in respect of issues of securities, 
although the applicant said such information would be furnished. 
The application in respect of directorships also seems defective 
in that it does not name the men in whose behalf the relief 
orders are to be issued. 

Such defects, however, it has been suggested, can be cor- 
rected by amendments to the applications without causing any 
delay. In other words, there is nothing in the papers, although 
they are not in the proper detailed form, that could make for 
delay in the transfer beyond March 1. Causes of delay, if any, 
it is pointed out, exist outside of the scope of the proceedings 
before the Commission. 


PENNSYLVANIA TERMINAL PLANS 


The Trafic World New York Bureau 


Three ordinances providing for construction of the first 
$20,000,000 unit of the contemplated $50,000,000 Pennsylvania 
Railroad’s ship and rail terminal in Jersey City were passed 
after the first reading at the meeting of the Jersey City Com- 
mission. Two more readings are required before the ordinances 
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become effective, but no hitch is expected in the carrying oUt 
of this waterfront project. 

One ordinance provides for “dead-ending” streets op 
ground near the present Exchange Place terminal of the Penp. 
sylvania lines; another authorizes the exchange of the city’s 
Bergen Street pier for the Pennsylvania’s Pier B at the foot of 
Grand Street; the third makes provision for the city’s own de. 
velopment of a marine terminal adjacent to the Pennsylvanj, 
project. 

The terminal will be located between the Erie Railroad ty. 
minal and the Morris Canal Basin, Jersey City, and includy 
construction of twelve 1,000-foot piers, with modern tern; 
buildings, to include warehouse and trackage facilities, Which 
will be directly served by trunk line railroads, including th, 
Pennsylvania, Jersey Central, Lehigh Valley, Erie, D. L. @ V. 
and West Shore. 

The first unit to be built calls for the construction of 
1,000-foot piers, each 200 feet wide, with a width of 300 feg 
between slips, and large terminal building covering two block, 
Eventually the development will be extended over six block, 


Although the new rail and ship terminal on the Jersey Shop 
will do much for the general development of the Port of Ney 
York, it will threaten the supremacy of Greater New York 
a shipping center. The former has the greater advantage of 
direct rail-ship connection, whereas Manhattan and Brooklyn 
are dependent, to a large extent, on lighterage and trucking 
services. The present Holland Tunnel and the proposed ¢op. 
struction of three additional vehicular tubes will also place the 
Jersey terminal in a more advantageous position in delivering 
and receiving freight to and from Greater New York. 


In this connection Henry Herbermann, president of the Ex. 
port Line, recently announced that he was ready to drop his 
present terminals at Greenpoint, Brooklyn, in favor of the 
Jersey Shore. It is now reported that he will, within the next 
few days, sign a lease with the Pennsylvania Railroad for two 
of the first three 1,000-foot piers which will be constructed as 
the first unit in the big waterfront development. 

Mr. Herbermann, in discussing the transfer, said the advan. 
tages on the Jersey side will be many and, with direct rail-ship 
connection, should enable his company to effect savings in time 
of forty-eight to seventy-two hours in handling freight. 


The elimination of lighterage and trucking charges will 
also make possible material savings in freight rates, which, in 
turn, should be reflected in savings to the consumer. 


G. N. TUNNEL OPENING 


Herbert Hoover, President-elect, is scheduled to participate 
in dedication ceremonies, January 12, involving a nation-wide 
broadcast of the opening of an eight-mile tunnel, on the Great 
Northern, 100 miles east of Seattle in the Cascade Mountains. 
The tunnel is said to be the longest in America and was built 
in three years at a cost of approximately $14,000,000. It is 
characterized as “the greatest railway engineering project of § 
the last decade” and is a part of a $25,000,000 improvement 
program in the Cascades, involving the relocation of approxi 
mately 43 miles of track and electrification of 75 miles, between 
Wenatchee and Skykomish, Wash. 

Mr. Hoover is expected to speak from Coral Gables, Fila. 
The program, as announced, includes, as well, Commissioner 
Campbell, speaking from Washington; President W. W. Atter- 
bury, of the Pennsylvania, speaking from Philadelphia; Presi 
dent Ralph Budd, of the Great Northern, speaking from the 
east portal of the tunnel, and Graham McNamee, of national 
broadcasting fame, who is to speak from the east end of the 
portal and then again from the west end, following a ride 
through the tunnel. Musical features will be picked up from 
New York and San Francisco. 

The improvement program completed by the Great Northern 
shortens its transcontinental line 9 miles, reduces grades, and 
has eliminated the equivalent of eleven complete circles. Freight 
movement will be speeded up between three and four hours 
and passenger schedules shortened from one to two hours by 
the construction of the tunnel, according to the company’s 
announcements. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
December 15-22, inclusive, was 298,004 cars, an increase of 30,875 
cars as compared with the preceding period, while no shortage 
was reported, according to the car service division of the Amer- 
ican Railway Association. The surplus was made up as follows: 


Box, 121,086; ventilated box, 220; auto and furniture, 21,580; total 
box, 142,886; flat, 7,922; gondola, 57,895; hopper, 50,761; total coal, 
108,656; coke, 708; S. D. stock, 21,835; D. D. stock, 2,951; refrigerator, 
11,443; tank, 319; miscellaneous, 1,284. 


Canadian roads reported a surplus of 5,500 box, «700 auto 
and furniture, 700 flat, 650 S. D. stock and 650 refrigerator cars. 
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Decisions of Interstate Commerce Commission 
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INTEREST ON GRAIN REFUNDS 


The Commission, by Division 1, in a report written by Com- 
missioner McManamy, has dismissed No. 18729, Domestic Milling 
Co. et al. vs. Chicago & Alton et al, on a finding that the 
Alton’s refusal to pay interest on refunds incident to the ship- 
ments of grain from various western states transited at Kansas 
City and Marshall, Mo., and reshipped to destinations in Mis- 
souri and Illinois is not unreasonable or otherwise unlawful. 

The complainants alleged that by reason of unusual delay 
in the adjustment of transit claims and the Alton’s refusal to 
pay interest on such claims, the rates charged on grain and 
grain products were unreasonable, unduly prejudicial, unjustly 
discriminatory, and inapplicable. The Alton, it appeared, made 
the refunds as soon as the complainants showed compliance 
with the transit rules. In discussing and disposing of the case, 


Mr. McManamy said: 


As presented at the hearing, the complaint raises but one issue 
for determination, namely, whether or not complainants are entitled 
to interest on the amounts of the several refunds for the periods 
intervening between the dates of the initial payments of the charges 
and the dates of the adjustments which followed the filing of transit 
claims. Determination of this questign is dependent entirely upon 
the further question of whether or not the shipments were over- 
charged, or otherwise stated, whether or not defendant collected 
charges in the first instance in excess of those provided for by the 
governing tariffs and thereby deprived or withheld from complain- 
ants moneys which they were lawfully entitled to during the above- 
mentioned period. a 

The actual service performed by the carriers was that incident 
to two separate and distinct shipments, the first being the carriage 
of the grain from the point of origin to the transit point and the 
second the carriage of the flour or other grain products from the 
transit point to final destination, and the rates paid by complainants 
in the first instance were those applicable on two such shipments. 
It is true defendant’s transit tariff provided for charges lower than 
those paid in the first instance, but defendant was under no duty 
to readjust the charges to such lower transit basis, nor were com- 
plainants lawfully entitled to the lower basis of charges unless and 
until they established to defendant’s satisfaction that the shipments 
complied with defendant’s rules governing transit. Under these rules 
complainants were required to furnish documentary proof of the 
movement of the grain from the point of origin to the transit point 
together with like proof of the charges on such movements. Prior 
to the filing of the transit claims complainants did not meet these 
requirements. The necessity for making compliance with these rules 
a condition precedent to the application of the lower transit basis 
is readily understood when it is remembered that the movement 
to Kansas City was not over defendant’s lines. 

Since defendant promptly refunded the charges upon complain- 
ants’ showing that they had complied with the transit rules, there 
is no reason to assume that there would have been any undue 
delay in readjusting the charges if complainants had shown that 
they had complied with the transit rules at the time of movement 
instead of waiting a year or two thereafter. 

We find that @efendant’s failure to pay interest on refunds in- 
cident to shipments of grain originating*’at points in various western 
states transited at Kansas City and Marshall, Mo., and reshipped 
to destinations in Missouri and Illinois was not unreasonable or 
otherwise unlawful. The complaint will be dismissed. 


A. T. & N. ROUTE CASE 


A finding of discrimination, in violation of section 3, and 
an order to remove it not later than March 25, have been made 
in No. 20057, Alabama, Tennessee & Northern vs. Southern 
Railway et al., based on the failure and refusal of the Cincinnati, 
New Orleans & Texas Pacific and the Alabama Great Southern 
to make through route and joint rate arrangements with the 
complainant on traffic to and from Mobile, Ala., via York, Ala. 
The complaint was against many defendants but at the hearing 
all defendants other than those parts of the Southern Railway 
system named were eliminated. 

The Commission, by division 3, found that the failure and 
refusal of the defendants to enter with complainant into through 
routes with joint rates applicable thereover on interstate traffic 
moving between points on complainant’s line, Mobile to Calvert, 
Ala., inclusive, on the one hand, and all stations on defendants’ 
lines, on the other hand, via York, Ala., was not in violation 
of the interstate commerce act except with respect to that part 
of the traffic moving to and from Mobile. 

A further finding was that the failure and refusal of the 
defendants to make joint rates via York on interstate traffic 
moving over the complaining line between Mobile and all points 
on their lines and all points on the Alabama, Tennessee & 
Northern while maintaining joint rates with other lines via 
Meridian, Miss., and Birmingham, Ala., was a discrimination 
in rates between connecting lines in violation of section 3, 
paragraph 3. 

The complaint alleged the refusal was unreasonable and 
unduly prejudicial. The prayer was for an order requiring such 
joint rates and reasonable divisions. The Mobile Chamber of 
Commerce and the State Docks Commission intervened in sup- 
Port of the complaint. The real issue, briefly stated, the report 
Said, was whether the Commission might and should establish 


through routes, joint rates and divisions applicable via York 
on traffic moving between Mobile and Calvert, on the one hand, 
and points on the lines of the respective defendants, on the 
other. The report said the establishment of the routes prayed 
would not short haul the C. N. O. & T. P. as that line would 
get the haul over its rails in its entirety. The Alabama Great 
Southern would also get all but 28 miles of its entire haul. 
Complainant, the report said, pointed out that when the traffic 
from points on the lines of the defendants was routed to Mobile 
via the Southern or the Louisville & Nashville at Birmingham, 
the effect was to short haul the Alabama Great Southern and 
that if business from points north of Birmingham was carried 
to York, it would give the A. G. S. 125 miles longer haul. 

Alabama is completing dock and terminal facilities at Mo- 
bile adjoining the southern terminus of the A. T. & N. The 
latter built its own line from Calvert to Mobile, a distance of 
about 34 miles, about a year ago. Prior to that time it got into 
Mobile over the Southern from Calvert. While the trackage 
arrangement was in effect, the report said, the routes, rates and 
divisions sought, were in effect. The contract has been can- 
celed by the Southern and the rates withdrawn. 

The interveners told the Commission that to “prevent an 
increase in state taxation it will be necessary to increase the 
volume of traffic through Mobile; that public necessity required 
that all available through routes to Mobile be opened; that all 
railroads entering the port be afforded opportunity to solicit 
freight over their respective lines; and that in the public in- 
terest it was necessary that complainant be placed in position 
to solicit and handle traffic originating at all points from which 
traffic to and through Mobile logically could be moved and par- 
ticularly traffic from Cincinnati, Chattanooga and Birmingham. 
Complainant, the report said, was the only railroad entering 
Mobile which did not enter any other port. 

The Commission said the evidence was insufficient to war- 
rant a finding in respect of divisions. 

In defense of the refusal the Southern System lines pointed 
out that the Commission, in a number of cases, had found that 
they constituted a single system and therefore contended that 
to order through routes and joint rates would short-haul them 
in violation of section 15 (4). 

The Commission, however, said that the fact remained that 
through routes and joint rates were in effect over the lines of 
the Mobile & Ohio, Gulf, Mobile & Northern, and the Louisville 
& Nashville to and from Mobile and that similar routes and 
rates were refused complainant, although the route sought by 
the complainant to and from Mobile was shorter than any of 
the existing routes in connection with the three lines mentioned. 
It said it was of opinion that that situation came within that 
portion of section 3, paragraph 3, which forbade carriers from 
discriminating in their rates, fares and charges between connect- 
ing lines. 


MEAT RATES TO THE EAST 


In a report written by Chairman Campbell, the Commission, 
by division 2, in No. 19296, Brennan Packing Co. vs. Baltimore 
& Ohio et al., and a large number of cases joined with it, has 
disposed of questions and complaints arising in connection with 
or supplementary to its decision in Morrell & Co. vs. New York 
Central, 104 I. C. C. 104, and 120 I. C. C. 537, the latter report 
containing a correction of a situation in respect of rates from 
Mississippi River points growing out of the original report. In 
the Morrell case the Commission prescribed a maximum base 
rate on fresh meats, from Chicago, IIl., to New York, of 79 cents, 
which became effective April 27, 1926, and rates from other 
packing centers in central territory, including St. Louis, Mo., 
Davenport, Ia., and other upper Mississippi River crossings, to 
destinations in trunk line and New England territories, made 
by application of the percentage and differential systems to 
the base rate and also condemned the official territory rating 
of fourth class on cured meats as unreasonable to the extent 
it exceeded or might exceed fifth class. 

In this case the Commission found unreasonable the rates 
on fresh-meats, carloads, from Detroit, Mich., Wheeling, W. Va., 
Buffalo, N. Y., Chicago and East St. Louis, Ill., St. Louis and 
other points west of the Mississippi River to destinations in 
trunk line and New England territories on and after April 27, 
1926, and awarded reparation. It found the rates on fresh meats, 
from Buffalo to the destinations heretofore mentioned on and 
since July 26, 1926, not unreasonable. 

It found, in this case, that the rates on dried, dry-salted, 
smoked, and pickled meats, loose, from, to and between points 
in central, trunk line and New England territories were unrea- 
sonable and awarded reparation. 
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“In view of the nature of the evidence, the principal question 
is,” says the report, “whether the circumstances which justified 
the Commission in correcting its original findings as to rates 
from the Mississippi River crossings also warrant an award of 
reparation to complainants on shipments which moved from 
and through the Mississippi River crossings named between 
April 27, 1926, and April 20, 1927. During the period referred 
to the rates from the Mississippi River crossings were out of 
line, not only with the rates on fresh meats from Chiacgo and 
other packing points, but also with the rates on live stock from 
other points. Measured by the adjustment prescribed in the 
Morrell case, and upon this record, the shippers of fresh meats 
at St. Louis and other points west of the Mississippi River here 
complaining, paid unreasonable rates.” 

The findings, other than the one about the making of rep- 
aration, follow: 


(1) The assailed rates on fresh meats to destinations in trunk- 
line and New England territories in effect on and after April 27, 1926, 
were unreasonable to the extent that they exceeded the rates from 
and to the same points which became effective on May 15, 1926, from 
Detroit, on July 26, 1926, from Wheeling and Buffalo, and on April 
20, 1927, from all of the other points of origin. 

(2) The assailed rates on fresh meats in effect on and since July 
26, 1926, from Buffalo to destinations in trunk-line and New Eng- 
land territories were not and are not unreasonable. 

(3) The assailed rates on dried, dry-salted, smoked, and pickled 
meats, loose, from, to, and between points in central, trunk-line, and 
New England territories were unreasonable to the extent that they 
exceeded the rates contemporaneously applicable on cured meats and 
— products, packed, from, to, and between the same 
points. 


This report also embraces No. 19390, Allied Packers, Inc., 
et al. vs. Santa Fe et al.; No. 19425, Swift & Co. et al. vs. A. C. 
& Y. et al.; No, 19469, Swift & Co. et al. vs. A. C. & Y. et al.; 
No. 19452, Agar Packing & Provision Co. et al. vs. A. C. & Y. 
et al.; No. 19515, Cudahy Brothers Co. vs. C. & N. W. et al.; 
No. 19515 (Sub. No. 1), Same vs. Same; No. 19596, St. Louis 
Independent Packing Co. vs. B. & O. et al.; No. 19598, Lake 
Erie Provision Co. et al. vs. N. Y. C. et al.; No. 19769, Armour 
& Co. (Ill.) et al. vs. A. C. & Y. et al.; No. 19899, Same vs. 
Santa Fe et al.; No. 19899 (Sub. No. 1), Swift &-Co. et al. vs. 
B. & O. et al.; No. 20122, Albert Lea Packing Co. et al. vs. 
Santa Fe et al.; No. 20874, Cudahy Packing Co. vs. Same; No. 
15030, American Food Products Co. vs. N. Y. C. et al.; and 
No. 21106, John Morrell & Co. vs. B. & O. et al. 


CAST PIPE RELATIONSHIPS 


A mileage scale on cast iron pipe, to be used throughout 
the territory east of the Mississippi, both north and south of 
the Ohio and Potomac, for the measuring of relationships but 
not for determining the level of rates has been prescribed in 
No. 16356, Krupp Foundry Co. vs. Southern Railway et al. The 
report also covers No. 16176, Somerville Iron Works vs. Same; 
No. 18431, Florence Pipe & Foundry Co. vs. New Haven et al. 
and a sub-number of the latter, Warren Foundry & Pipe Co. vs. 
Same. The Warren complaint was dismissed for lack of prose- 
cution. The scale to be used is the one prescribed in Jones & 
Laughlin Steel Corporation vs. B. & O., 96 I. C. C. 682, extended 
from 700 to 1,500 miles, but not at the same rate of progres- 
sion. No order was issued but the carriers were given 90 days 
in which to carry out the Commission’s ideas. 

This revamping of the rate fabric over such a large area 
is to be based on findings of undue prejudice. The Commission, 
by division 3, in a report written by Commissioner Porter, found 
unduly prejudicial the rates on pipe and fittings, from Lans- 
dale and Quakerton, Pa., to destinations in Maryland, Delaware, 
Virginia, the Carolinas, Tennessee, Kentucky, Georgia and Ala- 
bama, to the complainant in the title case, and unduly preferen- 
tial of pipe producers in the Birmingham, Ala., district and at 
Chattanooga and Knoxville, Tenn. 

The Commission further found unduly prejudicial the rates 
on like traffic from Florence, N. J., to destinations east of the 
Mississippi to the complainant in No. 18431, Florence Pipe and 
Foundry Co., and unduly preferential of producers at the south- 
ern points of origin. 

A third finding was that the rates on like traffic from Chat- 
tanooga to destinations east of the Mississippi and north of 
the Ohio and Potomac rivers and to destinations in Kentucky, 
the Virginias, the Carolinas, Maryland and the District of Colum- 
bia were unduly prejudicial to the complainant in No. 16176, 
Somerville Iron Works, and unduly preferential of producers at 
the other southern points of origin before named. 

None of the rates was found unreasonable. The cases raised 
questions of relationships although the carriers involved, except 
in a few instances, did not serve the complaining points of 
origin and destination. The finding of undue prejudice is limited 
by the words “in so far as the same carriers participate.” The 
southern carriers whose relatively low commodity rates were 
the causes of complaint by the northern founders contended 
that they were not guilty cf undue prejudice. The southern 
founders, according to the report, produce about 60 per cent of 
the pipe used in the territories involved. 

Commissioner Porter recited many of the facts in the history 








of the development of the pipe foundry industry, including 
one that Philadelphia founders furnished the first cast iron pj 
laid in the streets of Birmingham, Ala., now the heart oft 
southern foundry district; that the southern founders prody 
much more pipe than could be consumed in their territory; 
the southern founders shipped into the north and that "ain 
1885 none of the Philadelphia district, in which Lansdale oak 
Quakertown lie, had been able to ship south of the Ohio and 
Potomac Rivers. He said that the Birmingham producers 
shipped to all parts of the territory east of the Mississippi. 
Lynchburg, Va., and Scottdale, Pa., to eastern, central and Vir. 
ginia Cities territories; the Philadelphia district founders com- 
plainants in these cases, to short-haul destinations in trunk line 
territory only; and the central territory founders, represented 
by Coshocton, O., to central territory only. 

Southern founders and southern railroads, in substanee 
were the defendants. They contended that findings of undue 
prejudice would not lie. However, said the report, they ad. 
mitted that the rates from the south to destinations in the south 
and east were somewhat depressed and did not conform to the 
fourth section. They agreed upon a scale for use in their ter. 
ritory, the same as that which the Commission prescribed, ey. 
cept that the rate of progression for distances greater than 70) 
miles was somewhat greater than the scale prescribed. To the 
ports they proposed a rate of $6 per ton to meet, as they said 
water competition from the east. To the Ohio River crossings 
they proposed specific rates from the southern foundry points 
to meet the competition from the northern producing points, 
those rates to apply as maxima at intermediate points. The 
southern carriers said they did not participate in traffic to the 
crossings from the north and therefore they could not be guilty 
of undue prejudice. 

The Commission admitted the correctness of that contention 
and therefore limited its finding as hereinbefore set forth. The 
southern carriers also proposed specific rates to Virginia Cities, 
To Baltimore they also proposed specific rates to be the same as 
rail-and-water rates to that point, 60 cents per ton less than the 
corresponding all-rail rates. They also proposed rates to the 
east which, in some instances, as the report said, would cause 
slight increases over the present rates and in some instances 
actual reductions, the latter being necessary, they contended, 
to meet eastern and foreign competition. 

Northern carriers also contended that they were not guilty 
of undue prejudice. They said that if the rates were to be 
changed the northbound rates should be made the same as the 
southbound. In disposing of the case, Mr. Porter said: 


The adjustment proposed by the southern interests is based on 
the proposition that because the production in the south exceeds the 
demand while in the north the reverse is true, the southern car- 
riers have the right to establish so-called competitive rates north- 
bound on a lower basis than is in effect within the destination terri- 
tory while southbound all that the Philadelphia producers are entitled 
to under the law are rates on the same basis as is in effect within 
the destination territory. This is one way of stating that they have 
the right to accord to one producing district a basis of rates lower 
than the maxima which they could be required to establish, and 
withhold a similar basis from a competing district. This is a direct 
attempt to regulate the flow of commerce by means of a rate ad- 
justment and is unlawful. Wyoming Coal Co. vs. V. Ry. Co., 9% 
I. C. C. 359 and cases there cited. The present predominance of the 
south and particularly the Birmingham district in the industry is 
due in part at least to the more favorable freight rates which it 
has hitherto been accorded. The production in the Philadelphia 
district could readily be increased by the rehabilitation of old plants 
or the building of new ones. It may be that a relatively low basis 
of rates within and from the south was necessary at one time in 
order to foster the industry in the Birmingham district, but now 
that that district has developed so that it produces a far greater 
tonnage of this commodity than all other sections combined, an ad- 
justment which is designed to accord it .an opportunity to compete 
throughout the destination territory and to deny such opportunity_ to 
the Philadelphia district, can not be said to be free from undue 
prejudice. The southern carriers seem to be under the impression 
that the question presented is simply whether. we shall approve 50- 
called competitive rates which the carriers are willing to establish 
and maintain on a relatively low basis from the Birmingham dis- 
trict to the north. But while the southern lines, as originating and 
intermediate carriers, are willing to maintain such rates this is not 
true of their northern connections which are the delivering carriers 
on this traffic, at least if we find undue prejudice to exist in the 
present adjustment. 

The Birmingham producers contend that even though their rates 
are increased to the same level as those of the Philadelphia pro- 
ducers southern pipe in quantities commensurate with the demand 
which the latter are unable to meet will continue to move into eastern 
territory for a long time to come, and that therefore the only result 
will be that the consumers will have to pay increased prices for 
pipe. But this should not necessarily follow, particularly if all pro- 
ducers are given an opportunity to compete throughout the destination 
territory at rates reasonable in measure and relationship. In any 
event rates made on such a basis will afford the consumers no just 
ground for complaint. Moreover, this contention effectually disposes 
of the proposition advanced by the southern interests that the rates 
which they propose to the east are necessary to enable the Birming- 
ham producers to compete in that territory. 

The manufactured iron and steel rates in official classification 
territory are admittedly in need of adjustment and are now before 
the commission in Docket No. 17000, Part 6. That proceeding, how- 
ever, does not deal with the rates on cast-iron pipe or other manu- 
factured iron and steel articles from, to, or within the south. In 
Jones & Laughlin Steel Corp. vs. B. & O. R. R. Co., 96 I. C. C. 682, 
We prescribed upon a very comprehensive record a distance scale 
for application on iron and steel] articles within central territory. 
That scale applies for distances up to 640 miles, and beyond 3 
miles is divided into 20-mile blocks. In Table B of the Appendix 
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. -tended to 1500 miles, using 25-mile blocks beyond 700 
,this mate ies and 40-mile blocks beyond 900 miles. We believe 
and up te while not intended as a measure of the rates to be estab- 
that rewvill be a fair measure in arriving at the differentials which 
lished et in the rates from the origins concerned. i 
should —- of the opinion and find that the rates assailed from 
i. Quakertown, Florence and Chattanooga, as a whole, are 
ger asonable, but that, in so far as the same carriers participate, 
at — are, and for the future will be unduly prejudicial to com- 
they a and unduly preferential of their competitors in the Birming- 
— trict and, in respect of the rates from Lansdale, Quaker- 
ham om Florence, of their competitors at Chattanooga and Knox- 
town ~_ extent that, for differences in distance from the respec- 
ville to ducing points, the differences in the rates were, are, and 
ey & future will be different from those which would have resulted 
for itd result from all of the producing points to all destinations em- 
oA bor in these complaints under the scale of rates set forth in table 
~—s the Appendix. In computing distances the shortest routes by 
B isting connections for the interchange of carload traffic shall be 


used. 


Our findings herein are not to be construed as fixing the level 


tes, nor as preventing reasonable groupings, provided the 
renee in rates from and to each group are substantiaHy the 


: of the differences which would result from or to all of the 
avents. within such group under our findings herein. 


inants have not shown damage was sufficient particu- 
atte Gatto them to reparation by reason of the undue prejudice 


ist. 
foumso order will be entered at this time but defendants will be 


ected to publish rates in conformity with the findings herein 


exp 90 days from the service of this report. 


within 

The scale referred to, for distances greater than 600 miles, 
stated for each block of 100 miles, from 700 to the end, shows 
the following rates per 100 pounds, although the rates on cast 
jron pipe are stated in the report in cents per net ton: 700 
miles, 45 cents; 800 miles, 49 cents; 900 miles, 53 cents; 1,000 
miles, 56 cents; 1,100 miles, 58 cents; 1,200 miles, 61 cents; 
1,300 miles, 63 cents; 1,400 miles, 66 cents; and 1,500 miles, 


68 cents. 


COTTONSEED OIL RATES 


The Commission, by division 3, in No. 20400, Globe Cotton 
Oil Mills et al. vs. Arizona Eastern et al., has found unreason- 
able the rates charged on cottonseed oil, in tank cars, from 
‘Phoenix and Mesa, Ariz., to Los Angeles and Berkeley, Calif., 
and from Phoenix to Wilmington, South San Francisco, Rich- 
mond and San Francisco, Calif., and from Tucson, Ariz., to Los 
Angeles, prior to March 24, 1926. The case involved a question 
as to whether there had been a waiver of reparation. The Com- 
mission said there was neither the original nor an authenticated 
copy of the agreement before it, wherefore no definite finding 
could be made that complainants unqualifiedly waived repara- 
tion. The findings as to rates and those entitled to reparation 


follow: 

We find that the rates assailed in effect prior to March 24, 1926, 
from Phoenix and Mesa to Los Angeles and Berkeley and from 
Phoenix to Wilmington, South San Francisco, Richmond, and San 


Francisco, were unreasonable to the extent that they exceed 50 
cents from Phoenix and Mesa to Los Angeles and from Phoenix to 
Wilmington, and 65 cents from Phoenix and Mesa to Berkeley and 
from Phoenix to South San Francisco, Richmond, and San Francisco, 
but that the rates in effect from and to those points on and after 
that date were not and are not unreasonable; that the rate assailed 
in effect prior to October 22, 1926, from Tucson to Los Angeles was 
unreasonable to the extent that it exceeded 55 cents, but that the 
rate from Tucson to Los Angeles in effect from and after that date 
and the rate in effect on and after that date from Tucson to Berkeley 
were not and are not unreasonable. 

We further find that complainants, except the Independent Cotton 
Oil Co.,. made shipments as described and paid and bore the charges 
thereon; that they have been damaged in the amount of the dif- 
ference between the charges paid and those which would have ac- 
crued at the rates herein found reasonable; and that they are en- 
titled to reparation, with interest. Complainants should comply with 
Rule V of the Rules of Practice. No representative of complainant, 
Independent Cotton Oil Company, having personal knowledge of 
whether that complainant paid and bore charges on like shipments 
appeared at the hearing, nor was good cause shown for his non- 
appearance. Reparation as to that complainant is denied. 





BURLAP BAG CHARGES 


The Commission, by division 4, in No. 20076, Fulton Bag and 
Cotton Mills vs. Santa Fe et al., has found the rate charged on 
sed burlap bags, carloads, from New Orleans, La., to Dragon 
and Rainbow, Utah, in 1925, was inapplicable and that the ap- 
Dlicable rate to Mack, Colo., was $1. It said overcharges should 
be refunded and dismissed the complaint. 


IRON AND STEEL RATES 


The Commission, by division 3, has dismissed No. 18046, 
Nichols Wire ,Sheet and Hardware Co. et al. vs. Santa Fe et al., 
finding the rates on iron and steel articles, carloads, from points 
in Illinois, Indiana and Missouri to Kansas City, Mo.-Kan., not 
Unreasonable. 


OIL WELL SUPPLIES REPARATION 


The Commission, by division 3, on reconsideration in No. 
16965, Texas Co. vs. Kansas City Southern et al., has affirmed 
the finding in the former report, 118 I. C. C. 713, that the rates on 
til well supplies, from Oil City, Caddo, Mansfield and Marion, La., 
‘0 Smackover and Louann, Ark., in 1923, were unreasonable, but 
las changed the reparation basis to the basis laid down in Prairie 
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Pipe Line Co. vs. A. W. 132 I. C. C. 56, in conformity with the 
Southwestern Cases. It now finds the rates unreasonable to the 
extent they exceeded 48 and 52.5 per cent for single and joint- 
line hauls, respectively, of the new southwestern first class rates 
applied in the manner set forth in the Southwestern Cases. 

Commissioner Taylor, concurring in part, dissented from the 
award of reparation. 


ROUGH QUARRIED MARBLE 


The Commission, by division 5, has dismissed No. 19817, 
Drake Marble & Tile Co. et al. vs. Southern et al., finding not 
unreasonable, unjustly discriminatory or unduly prejudicial, the 
rates on rough quarried marble, from points in Alabama, Ten- 
nessee and:Georgia, to Minneapolis and St. Paul, Minn. 


COTTON PIECE GOODS 


In No. 19877, Cotton Mill Products Co. vs. Alabama Great 
Southern et al., the Commission, by division 3, has found un- 
duly prejudicial and unduly preferential the rates on cotton 
piece goods, any quantity, from Mobile, Ala., to Boston, Mass., 
New York, N. Y., Philadelphia, Pa., and Baltimore, Md., and 
points taking the same rates. The undue prejudice is to be 
removed not later than March 20. The Commission found that 
the rates were and for the future would be unduly preferential 
of competitors of the complainant at Meridian, Laurel and 
Stonewall, Miss., and Montgomery and Selma, Ala., to the extent 
the rates from Mobile exceeded or might exceed the rates from 
the preferred points by more than the difference in the fourth 
class rates from the respective points of origin to the same 
destinations. 





SAND-GRAVEL RATES AND CHARGES 

The Commission, by division 3, in No. 16747, George W. 
Pyott Sand & Gravel Co. et al. vs. Santa Fe et al., has found 
inapplicable, in certain circumstances, rates charged on sand 
and gravel from and to points on the North Western and the 
Milwaukee, to and from points in the Chicago district and 
directed the refund of charges. The report also covers a sub- 
number, American Sand & Gravel Co. vs. Belt Railway of Chi- 
cago et al. The movements were over interstate routes and 
the question was as to whether the Sligo rule was applicable 
by reason of reference to the rule for making rates by com- 
bination. The Commission found that the combination rule was 
in effect as to some shipments and that to the extent that the 
rates charged, in such cases, they were inapplicable to the 
extent they exceeded the lowest aggregates. 


MISROUTING REPARATION 


The Commission, by division 3, in No. 20430, Bluefield 
Produce & Provision Co. vs. New York Central et al., and cases 
joined with it, applying the principle laid down in Amicon 
Fruit Co. vs. Lehigh Valley, 128 I. C. C. 34, has found that a 
large number of shipments of various commodities sold in gro- 
cery shops, carloads and less than carloads, from points in 


New York to Bluefield, Williamson, Welch and Davy, W. Va., 


were misrouted by the New York Central and awarded repara- 
tion to the basis of the aggregate of intermediates via the 
Kenova, W. Va., gateway. The articles in question were shipped 
on joint rates through the eastern gateways of Shippenburg, 
Pa., and Hagerstown, Md., instead of over the cheaper and 
shorter routes through Kenova. The shipments were unrouted 
by the shippers. 

This report covers additional complaints and sub-numbers, 
all against the same defendants, as follows: Two sub-numbers, 
Same vs. Same; Amicon Fruit Co.; No. 20431, McDowell County 
Wholesale Co.; No. 20432, McDowell County Wholesale Co.; 
Tug River Grocery Co.; Huff, Andrews & Thomas Co.; McDowell 
County Wholesale Co.; Bluefield Grocery Co.; No. 20360, J. 
Amicon Brothers & Co.; Amicon Fruit Co.; Bluefield Produce 
& Provision Co.; Welch Flour & Provision Co.; Amicon Fruit 
Co. (four); J. Amicon Brothers Co. (two); Bluefield Produce & 
Provision Co.; Amicon Fruit Co. (three); J. Amicon Brothers 
Co. (two); No. 20363, Tug River Grocery Co.; No. 20361, William- 
son Supply Co.; No. 20362, Williamson Grocery Co.; No. 20492, 
Tug River Grocery Co.; Amicon Fruit Co.; Williamson Grocery 
Co.; McDowell County Wholesale Co.; No. 20492, Sterling Hard- 
ware Co.; and No. 20506, Lewis Furniture Co. 


PLUTO WATER RATES 
The Commission, by division 4, has dismissed No. 20708, 
French Lick Springs Hotel Co. vs. Chicago, Indianapolis & 
Louisville et al., on a finding that the rates on Pluto water, 
carloads, from French Lick, Ind., to Little Rock, Ark., are not 


‘unreasonable or otherwise unlawful. 





ROUGH GRANITE RATE 


The Commission, by division 4, in No. 19910, Montello 
Granite Co. vs. Soo Line et al., has found inapplicable the rate 
charged on rough granite, from Westerly, R. I., and East Lyme, 
Conn., to Montello, Wis., and awarded reparation. It has found 
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the applicable rate, 39 cents, not unreasonable or otherwise 
unlawful. The case was a Sligo rule case. Commissioner 
Woodlock said he concurred solely because the finding was 
consistent, in principle, with many decisions rendered by the 
Commission subsequent to the Sligo case, 62 I. C. C. 648, and 
73 I. C. C. 661. Pp 


OILS TO WISCONSIN POINTS 


The Commission, by division 2, in No. 19547, Wadhams Oil 
Company vs. Santa Fe et al., has found unreasonable the rates 
on refined and heavy oils from Kansas and Oklahoma points 
to Janesville, Jefferson and Fort Atkinson, Wis., prescribed 
new ones to be made effective not later than February 20, and 
awarded reparation. It found the rates assailed, prior to March 
2, 1928, unreasonable to the extent they exceeded 39.5 cents on 
refined oils from mid-continent groups 2 and 3 and 33.5 cents 
on heavy oils. It further found that since March 2, the rates 
to Janesville had not been unreasonable but to Jefferson and 
Fort Atkinson they had been, were and would be unreasonable 
to the extent they had exceeded or might exceed 37.5 cents 
from group 2 and 39.5 cents from group 3 on refined oils and 
30 cents from group 2 and 31.5 cents from group 3 on heavy 
oils. 


WOODEN STAVES FOR EXPORT 


The Commission, by division 4, in No. 18499, Blaz Ruzic vs. 
Bonhomie & Hattiesburg Southern et al., has found inapplicable 
the rate charged on wooden staves, from Beauregard, Miss., to 
Mobile, Ala., for export, to the extent it exceeded 17.5 cents; 
that the rate from Carlisle, Miss., to Mobile was unreasonable 
to the extent it exceeded 18.5 cents and that the present rates 
of 18.5 cents from Beauregard and Carlisle to Mobile are not 
unreasonable. Reparation was awarded. 


NURSERY STOCK RELATIONSHIP 


The Commission, by division 3, in No. 17634, Washington 
Nursery Co. vs. Southern Pacific et al., has found unduly 
prejudicial the rates on nursery stock and supplies, carloads 
and less than carloads, between Toppenish, Wash., and points 
in California, but not inapplicable or unjustly discriminatory, 
as alleged. The undue prejudice is to be removed not later 
than March 14. The Commission found that the rates were 
unduly prejudicial to Toppenish and unduly preferential of Ken- 
newick, Wash., to Newcastle, Stockton, Modesto, Ontario, Niles, 
Marysville and Madera, Calif., to the extent that the differences 
between the through rates assailed and the contemporaneous 
rates between Kennewick and the same destination points were 
and might be more than the corresponding differences between 
the contemporaneous rates on the same traffic and Portland, 
Ore., proper. The Commission denied reparation because of 
insufficient proof of damage. 


IMPORTED WOOL RATE 
The Commission, by division 3, has dismissed No. 20459, 
James Lees & Sons vs. Reading Co., finding the rate on imported 
wool, from Philadelphia, Pa., to Bridgeport, Pa., not unreason- 
able or otherwise unlawful. 








BRASS INGOT REPARATION 


A finding of unreasonableness and an award of reparation 
to the basis of the subsequently established rate, have been 
made in No. 20444, Federated Metals Corporation vs. Missouri 
Pacific et al., as to a rate of $1.22 on brass ingots, carloads, 
from St. Louis, Mo., to Denver, Colo. The Commission, by 
division 3, found that rate, which was the fourth class rate, 
unreasonable, on shipments prior to August 15, 1926, to the ex- 
tent it exceeded the fifth class rate of 96 cents established on 
that date. The Commission said that that rate was not unrea- 
sonable. The complainant sought a rate of $9.84 per net ton. 


SAND CASE DISMISSED 

The Commission, by division 3, has dismissed No. 18267, 
Wisconsin Lime & Cement Co. vs. Santa Fe et al. on a finding 
that the rates charged on sand and gravel, from points in Wis- 
consin on the Chicago & North Western and the Chicago, Mil- 
waukee & St. Paul to destinatiqns on other lines in the Chicago 
district were applicable and not unreasonable. 

ASPHALT SHINGLES, ETC. 

The Commission, by division 4, has dismissed No. 20659, 
Logan-Long Co. vs. Atlanta & West Point et al., on a finding that 
the rate on asphalt shingles and prepared roofing material, car- 
loads, from Oakland City, Ga., to Rogers, Ark., is not unreason- 
able or unjustly discriminatory. 


SHELLED PEANUTS 
The Commission, in No. 19768, Wichita Chamber of Com- 
merce et al. vs. Santa Fe et al., has found that the rates on 
shelled peanuts, carloads, from points in Texas to Wichita, Kan., 
were not unreasonable in the past, but will be unreasonable in 
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the future to the extent they may exceed column 38 rates D 

scribed in the Southwestern Cases, minimum 36,000 pounds, 1, 
new rates are to be established not later than March j trom 
Abilene, DeLeon, Denison, Fort Worth, Tyler and Weatherforg 
Tex. 


DRY POWDERED SKIM MILK 


The Commission, by division 3, in No. 20249, Golden Stajq 
Milk Products Co. vs. Northwestern Pacific et al., has fougg 
the present rates on dry powdered skim milk, from Arcata ang 
Fernbridge, Calif., to El Paso, Tex., and Phoenix, Ariz, not 
unreasonable or otherwise unlawful. It has found unreasonapj, 
the rates charged on this commodity from the origin Points 
mentioned to the same destinations and to points in easter 
defined territories unreasonable to the extent they exceede 
the present rates and awarded reparation. The shipments jy 
question were made between November 29, 1924, and Auguy 
10, 1926. 

BRICK CASE DISMISSED 

An order of dismissal has been made in No. 20199, Bugg 
Brick Co. vs. Louisville & Nashville, the Commission, by divisig, 
’, finding not unreasonable or otherwise unlawful the rate q 
brick, from Latonia, Ky., to Cincinnati, O. 


DECORATED TIN PLATE 
The Commission, by division 3, in No. 19682, Vacuum jj 
Co. vs. Pennsylvania et al., has found unreasonable the rate 
on decorated tin plate from Baltimore, Md., to Bayonne, N, J, 
to the extent it exceeded or may exceed 28 cents, minimun 
36,000 pounds, ordered that rate to be established not late 
than March 5, and awarded reparation. 
UNSHELLED PEANUTS 
The Commission, by division 8, in No. 20326, Lummis & (4, 
vs. Albemarle Steam Navigation Co. et al., has found unreagop. 
able, but not unduly prejudicial, the all-rail and rail-and-wate 
commodity rates, in excess of sixth class, on peanuts, not shelled, 
uncleaned, known as farmer’s stock, carloads, from points in 
Virginia and North Carolina to Philadelphia, to the extent they 
exceeded the present sixth class rates, awarded reparation ani 
ordered new rates on the basis indicated, not later than March 1. 





INDUSTRY TRACK JOINT USE 


The Commission, by division 6, has dismissed No. 20555 
Muskegon Railway and Navigation Co. et al. vs. Pere Marquette 
et al., finding that the public interest does not require the joint 
use of industry tracks branching from a spur owned by the Per 
Marquette, in Manahan Avenue, Muskegon Heights, Mich., under 
the conditions here presented. The Commission found that the 
Pere Marquette was entitled to serve the industries located o 
the Manahan Spur and industry tracks leading therefrom ani 
that the public interest did not require the joint use of the 
tracks under the conditions here presented. It said that if the 
sewice accorded by the Pere Marquette to the shippers on the 
spur was not adequate or impartial as between connecting line 
haul carriers, the matter might be again brought to its attention 
in an appropriate proceeding. The Commission said that the 
Pere Marquette had signified its willingness to permit the com- 
plainant, a belt line, to operate over the spur as a bridge line 
between its disconnected parts upon terms to be negotiated and 
that it thought that should be done. 


CREOSOTE OIL RATE 


A finding of unreasonableness, an award of reparation and 
an order to establish a new rate not later than March 5 have 
been entered in No. 20646, North State Creosoting Co. vs. South 
ern et al., as to a rate of 34 cents on creosote oil, in tank cal’, 
from points within the Birmingham, Ala., switching limits 0 
North Charlotte, N. C. The Commission, by division 3, fount 
that rate unreasonable to the extent it exceeded or might exceed 
25 cents. 








CRUDE OIL RATES 


The Commission, by division 3, has dismissed No. 20403, 
Russell Oil Co. vs. Burlington et al., on a finding that the rates 
on crude oil, in tank cars, from Osage, Wyo., to Butte, Mont., ale 
not unreasonable. 


STRAWBERRY CASES DISMISSED 


The Commission, by division 2, has dismissed No. 19750, 
Armour & Co. vs. Illinois Central et al., and a sub-number, Sait 
vs. Oregon-Washington Railroad & Navigation Co. et al., findilé 
the applicable rate on strawberries, in bulk in barrels, carloads, 
from Seattle, Wash., to Chicago, Ill., not unreasonable. The 
complaint was brought on account of a suit by the carriers 1 
collect what they deemed undercharges. A rate of $1.05, mill 
mum 60,000 pounds, was collected. The carriers contended that 
the applicable rate was $1.28, published on “fruit, fresh, sweet: 
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r unsweetened, in cans crated or in bulk in barrels.” The 
that the applicable rate was $1.28. 


ened or U 
Commission found 


TAMPA & GULF COAST BONDS 


The Commission, by division 4, in Finance No. 7109, bonds 
of the Tampa & Gulf Coast, has authorized the Tampa & Gulf 





Coast to issue $600,000 of improvement and extension mortgage 
95-year 6 per cent gold bonds and to deliver them to the Sea- 
poard Air Line, at par, in payment and satisfaction of a like 
amount of the applicant’s indebtedness to the Seaboard Air 
Line for advances. The part of the application to execute, de- 
liver and issue an imprpvement and extension mortgage was 
dismissed, because the execution of such mortgage would not 
constitute an issue of securities requiring the Commission’s 
authorization under section 20-a. ; 

Commissioner Eastman dissented, saying he saw no good 
reason for the creation of such a financial structure as was 
being provided for the applicant, that is, capital stock amount- 
ing to $250,000 and a funded indebtedness of $1,792,645. The 
Seaboard, he said, it seemed to him, should take stock in sat- 
isfaction of its advances to its subsidiary. 


PANHANDLE & SANTA FE BOND 


With Commissioner Eastman dissenting, the Commission, 
py division 4, in Finance No. 7122, bond of the Panhandle & 
santa Fe, has authorized the applicant to issue a registered 
general mortgage 6 per cent gold bond, series A, for $9,000,000, 
to refund matured bonds, and to capitalize, in part, expenditures 
heretofore made for capital purposes; and to deliver that bond 
to the parent Santa Fe in discharge of a like amount of the 
applicant’s indebtedness to the parent company. The part of 
the application for permission to execute a proposed general 
mortgage was dismissed as not being an application to issue 
securities. 

Commissioner Eastman, in his dissent, suggested that the 
parent company should have taken stock instead of a bond to 
cover the indebtedness of the subsidiary. 


JACKSONVILLE. & HAVANA BONDS 

The Commission, by division 4, in Finance No. 5210, securi- 
ties of Jacksonville & Havana, has vacated and set aside that 
part of its previous order in this case, 111 I. C. C. 107, authoriz- 
ing the applicant to issue not exceeding $300,000 of first and 
prior lien mortgage 20-year gold 6 per cent bonds, dated May 
1, 1926, with interest payable semi-annually in May and Novem- 
ber. Instead it has authorized the carrier to issue the bonds 
dated July 1, 1926, with interest payable semi-annually in July 
and January. The issue was made under the first authorization 
but the bonds were dated July 1, 1926, instead of May 1, 1926. 
The new order makes valid the misdated issue by the reforma- 
tion of the order to conform with the bonds. 


HILL CITY RAILWAY 

The Commission, by division 4, in Finance No. 6833, aban- 
donment by Hill City Railway Co., has authorized the carrier 
named to abandon, as to interstate and foreign commerce, its 
line in Aitkin and Itasca counties, Minnesota, and the operation, 
in like commerce, over a branch of the Great Northern, the 
latter being in Itasca county. The owned line is about 17.5 
miles long and the line over which the applicant had trackage 
rights, about 6.7 miles long. The stock and bonds of the com- 
pany are owned by Armour & Co. The railroad was built to 
serve a woodenware factory operated by a subsidiary of Armour 
& Co. Residents of the area served by the line and the Duluth 
Chamber of Commerce protested. 
_ Abandonment was authorized upon the usual condition that 
if anyone, within 30 days following the issue of the certificate, 
desired to buy the line for continued operation at not less than 
scrap value, the appicant should sell to such purchaser for con- 
tinued operation. 

READING UNIFICATION 

In its formal report in Finance No. 7184, acquisition of com- 
trol by Reading Co. of railroads of subsidiary companies, which 
‘overs nine other consecutively numbered dockets (see Traffic 
World, January 5, p. 17), the Commission, by division 4, showed 
that the Reading Co. would save between $25,000 and $30,000 a 
year in bookkeeping expenses by taking over its ten subsidiaries, 
all short lines in Pennsylvania, under operating contracts. At 
present each of the ten companies is operated as a distinct en- 
tity. Each company makes a separate report to state and federal 
authorities and all transactions are at arm’s length as if the 
Reading and the ten were strangers to each other. Under the 
operating contracts, which have been approved under paragraph 
4 of section 5, the Reading Co. will operate the lines of the 
subsidiaries and the legal fiction of their being strangers to 
each other will disappear insofar as the bookkeeping and report- 
ng are concerned: Ina physical sense they have been parts 
of the Reading system for a long time. 
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The operating contracts that have been approved date from 
January 1, 1929, and continue for ten years and thereafter until 
terminated by either party by six months’ written notice to the 
other. There was no objection to the approval of the contracts. 





LEASE TERMS OBJECTIONABLE 


The Commission, by division 4, in Finance No. 6974, pro- 
posed acquisition of control of Mount Carmel Railroad Company 
by Reading Company, has disapproved the application of the 
Reading to lease the properties of the Mount Carmel Railroad, 
the stock of which is owned by the Colonial Collieries Company, 
an anthracite coal operator in Northumberland county, Penn- 
sylvania. The railroad is 5.86 miles long, with 1.29 miles of 
industrial tracks which brings coal from the mines of the pro- 
prietary interest to the junction with the Reading. The latter 
has been operating the industrial railroad for more than twenty 
years. The lease expired in 1927. Approval of the new lease 
negotiated to take its place was the object of the application. 


As figured by the Commission, the return to the industrial 
railroad either upon the basis of prices prior to 1917 or later, 
would be more than a reasonable return. It said that on the 
basis of the lower valuation of two reproduced in the record, the 
return would be 7 per cent and on the lower in excess of 11 
per cent. In disposing of the matter the Commission said: 


These several rates of return are based upon tonnage figures, 
which do not include traffic other than anthracite, and they would 
be still higher if, as seems probable, a substantial tonnage of coal 
which has moved over the Pennsylvania in the past would be diverted 
to the Reading because of the incentive under the proposed lease ar- 
rangement for the shipping interests in control of the Mount Carmel 
Railroad Company to route traffic over the Reading in preference of 
the Pennsylvania. A preference such as this is one of the natural 
consequences of a lease of this character. 

It is apparent that the return to the Mount Carmel Railroad 
Company under a rental basis of 12 cents per ton would be exces- 
sive. Such portion of the payments as exceeded a fair return upon 
the value for rate-making purposes of the carrier would constitute 
a concession or rebate to the only shipper on the line, the Colonial 
Collieries Company, to whom the income would flow by virtue of 
its conrtol of the carrier. For these reasons the proposed lease not 
| is contrary to public policy, but probably would result in violations 
of law. 

We have heretofore expressed our disapproval of independently 

owned and operated industrial lines, and in connection with the con- 
struction of such lines we frequently have given our approval on 
the condition that the owners of the short line give to the con- 
necting trunk line or lines an option to purchase the short line within 
a fixed period. Construction by West Pittston-Exeter R. R., 
I. C. C. 626; Construction by Perry & Southeastern Ry., 124 I. C. C. 
341, citing Construction of Line by Jefferson Southwestern, 86 I. C. C. 
796. The proper solution of the problem confronting the parties in 
this proceeding would be the acquisition and operation by the Read- 
ing Company of the properties of the Mount Carmel Railroad Com- 
pany. Such an arrangement would result in full and free competition 
between the Pennsylvania and the Reading Company for the traffic 
of the collieries company without the taint of unduly large returns 
to the latter company through payment of rental by the Reading 
Company on a basis that invites suspicion of motives. 

While it would be in the public interest from a_ transportation 
standpoint for the Reading to asquire control of the Mount Carmel, 
the Reading has not sustained the burden of showing that the 
terms and conditions of the acquisition proposed here are just and 
reasonable, and its application will therefor be denied. An appro- 
priate order will be entered. 


OPPOSES CALIFORNIA LINE 


In Finance No. 6550, proposed construction by Northern 
California Railroad Co., Examiner C. P. Howard has recom- 
mended that the Commission find that the present and future 
public convenience and necessity are not shown to require the 
acquisition by the Northern California Railroad Co. of a line 
of railroad and the construction of an extension thereto in 
Plumas and Lassen counties, Calif., and that the application 
should be denied. The line would be approximately 31 miles 
long, extending from a point near Crescent Mills on the Indian 
Valley railroad to Westwood. 


The Western Pacific and others supported the application. 
The Southern Pacific, the Central Pacific, the Nevada state 
commission, and others opposed the application. 

The applicant proposed to acquire 14 miles of the private 
logging railroad of the Red River Lumber Co. 

The Examiner said the new road doubtless would be of 
service to stock raisers and dealers in furnishing quicker 
transportation to and from the ranges, but that the earnings 
from that source would be small. As compared with present 
service via the Southern Pacific, said he, it would furnish 
quicker passenger service and save time on express, perishables 
and other freight inbound and outbound between Westwood 
and California points. He said that, as compared with present 
rates via the longer route a considerable saving in freight 
rates would result. He said the Southern Pacific now offered 
to put into effect, in case the application was denied, rates 
practically the same as those offered by applicant and the 
Western Pacific. He said no new territory would be opened 
that could be served by existing carriers. Pointing out that 
the applicant’s directors were officials of the lumber company, 
and that the lumber company or its stockholders apparently 
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would control the line, the examiner indicated that such an 


arrangement was not desirable. 


L. & N-L. H. & ST. L. LEASE 


Examiners Haskell C. Davis and C. S. Mason, in Finance 
No. 7061, lease of Louisville, Henderson & St. Louis by Louis- 
ville & Nashville, have recommended that the Commission find 
it to be in the public interest for the Louisville & Nashville 
to acquire control of the Louisville, Henderson & St. Louis, by 
lease, subject to modifications, and to assume obligation and 
liability in respect of the securities of the Henderson line, the 
stock of which, in overwhelming proportion, is held by the 
L. & N. The lease is for 99 years, renewable, at the option 
of the L. & N., to the end of the lesser’s corporate existence 
in 2396. The L. & N. owns 95.45 per cent of the Henderson’s 
common and 85.25 per cent of its preferred stock. 

As rental the L. & N. is to bear all the expenses and re- 
ceive all the income of the Henderson and pay the stockholders 
and the bondholders, other than itself, $8 per share on the 
common and $5 on the preferred stock. The latter is a cumu- 
lative 5 per cent stock. The Henderson has been an integral 
part of the L. & N. system for more than twenty-five years. 

Opposition to the terms of the lease was presented by the 
owners of 721 shares of the common stock. They contended 
that the rental was inadequate and agreed upon without con- 
sulting the minority interests. In addition, they contended that 
the transaction was in violation of a Kentucky statute pertain- 
ing to sales. The examiners said that, in view of the provisions 
of paragraph 8 of section 5 of the act, the statute, if at all 
applicable, could not affect the jurisdiction of the Commission. 

The only real issue, the examiners said, was over the rental 
to be paid. . On brief the protestants contended that the rental 
should be at least $25.78 per annum per share, the average, they 
contended, for the last six years, of earnings, which the officials 
of the company said were abnormal. The examiners said that 
the proposed rental did not appear unreasonable, considering 
the past record and the future prospects of the road, nor preju- 
dicial to the public interest. However, they said the proposed 
lease should be modified by the insertion of a provision to the 
effect that minority stockholders dissatisfied with its terms 
might have a reasonable value of their stock fixed by arbitration, 
with the inclusion of an undertaking on the part of the applicant 
to acquire such stock at the price so fixed. They said that 
nothing herein should be construed as in anywise prejudicing 
any determination to be made hereafter on applications that 
might be filed by the Henderson for authority to issue securities. 


COTTON BELT CONSTRUCTION 








Examiner Thomas F. Sullivan, in Finance No. 7031, con- 
struction of lines by St. Louis Southwestern and No. 70382, 


acquisition of control and issue of stock by St. Louis South- 
western, has recommended that the Commission authorize the 
applicant to construct lines in New Madrid, Pemiscot and 
Dunklin counties, Missouri, and Mississippi county, Arkansas, 
one extending from a connection with the Gideon & North 
Island at Gideon, Mo., to a connection with the Deering South- 
western, at Deering, Mo., a distance of about 20 miles, and 
another from a connection with the Deering Southwestern at 
Hornersville, to Leachville, Ark., approximately 11 miles. 

Sullivan has further recommended that the Commission 
authorize the St. Louis Southwestern to acquire the control of 
the Gideon & North Island, the Deering Southwestern and the 
Blythesville, Leachville & Arkansas Southern. But he has 
recommended that the request by the St. Louis Southwestern for 
permission to issue $830,000 of common stock be denied. That 
stock was to have been used for the purchase of the short 
lines mentioned. 


Construction of the new lines and the acquisition of the 
short lines mentioned will give the St. Louis Southwestern a 
through line north and south through the St. Francis basin 
from Malden, Mo., to Riverdale, Ark., the latter a point 40 or 
50 miles from Memphis, Tenn. If the present applications are 
granted, says the report, the St. Louis Southwestern will con- 
sider the extension of its line to Memphis, thus giving it a 
direct line from St. Louis to Memphis, west of the Mississippi, 
a plan it has had under consideration. Sullivan said the un- 
contradicted testimony was that unless the three short lines 
were acquired by a trunk line, they would have to be abandoned. 

The St. Louis-San Francisco, which pointed out that it had 
about 600 miles of line in the St. Francis basin, opposed grant 
of the application. 

The examiner said that it would be better for the St. Louis 
Southwestern to pay cash for the three short lines than to issue 
its stock in exchange for their stock on the basis set forth in 
the applications, that is $80,000 for the Gideon & North Island, 
$350,000 for the Deering Southwestern and $400,000 for the 
Blytheville road. He also pointed out that the St. Louis South- 
western, under the laws of Missouri, could issue its stock only 
at par. For those reasons he said the application for per- 
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mission to issue $830,000 face 


value of the St. Louis South 
western stock should be denied. ; 





FINANCE APPLICATIONS 


No. 7344, Seaboard Air Line Railway Co. asks auth ri 
to issue $1,512,500 of first and consolidated mortgage gold 6 a: y 
bonds in reimbursement for expenditures for retirement of sent 
ment trust obligations, and to pledge the bonds for short term note, 
Finance No. 7345. Fort Worth & Denver City Railway (Co “~ 
approval and authorization by the Commission of the acquisition 
the applicant of control under lease of an extension of the Fort Wo 
& Denver South Plains Railway Co. being constructed pursuant 
authority of the Commission in Finance No. 7080. Applicant, a AP, 
sidiary of the Colorado & Southern, operates the lines of the F 
Worth & Denver South Plains under lease ot 
Genesee & Wyoming Railroad Co. asks gy, 


Finance 


Finance No. 7349. 
thority to issue $400,000 of 5 per cent first mortgage gold bonds 
raise funds to retire at maturity, April 1, 1929, $459,000 of bonds 
$59,000 of cash to be furnished from the treasury. The bonds may by 
sold or used as collateral for a loan. 

Finance No. 7351. Missouri Pacific Railroad Co. asks authority ty 
abandon 6.269 miles of main track and less than a mile of sidetrac, 
all between a point three miles east of Lake Village and Luna Land. 
ing, Chicot county, Ark. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No, 7231, authorizing the Chicago, g 
Paul, Minneapolis & Omaha Railway Co. to assume obligation ‘ani 
liability in respect of $690,000, equipment trust of 1917 certificate 
series G, to be issued by the Farmers’ Loan & Trust Company unde 
an agreement dated February 5, 1917, as amended June 1, 1920; gaij 
certificates to be sold at not less than 98.46 per cent of par an 
accrued interest, and the proceeds used in the procurement o Certain 
equipment, approved. 

Report and certificate in I. D, No. 7292, authorizing the acquis. 
tion by the Emporia Telephone Co. of control of the Sabatha Te. 
phone Co. by purchase of capital stock, approved. 

Report and certificate in I. D. No. 7293, authorizing the acquis. 
tion by the Emporia Telephone Co. of control of the Paloa Telephon 
Co. by purchase of capital stock, approved. 

Report and certificate in IF. D. No. 7305, authorizing the acquis: 
tion by the Mountain States Telephone & Telegraph Co. of the prop. 
erties of the Montezuma County Telephone Co., approved. 

Report and order in IF. D. No. 7317, authorizing the Chicago ¢ 
Eastern Hlinois Railway Co, to assume obligation and liability i 
respect of $562,000 of Chicago & Eastern Illinois Railway equipment. 
trust certificates, series B, to be issued by the Guaranty Trust Co, 
of New York under an agreement to be dated December 1, 1928, an 
to be sold at not less than 99.51 per cent of par and accrued dividends 
in connection with the procurement of certain equipment, approved 

Report and order in F. D. 7170, authorizing the Fresno Interurban 
Railway Co. to issue one 6 per cent gold debenture for $329,000 to th 
Atchison, Topeka & Santa Fe Railway Co. in payment of advance 
and of outstanding first mortgage bonds, approved. 

Report and order in I. D. No. 7172, authorizing 
Pacifle Railroad Co. to issue $10,000,000 of first and refunding mort 
gage 5 per cent gold bonds, series G, all or any part thereof toh 
pledged and repledged from time to time to and including December 
31, 1930, as collateral security for short-term notes, approved. 

Supplemental report and order in F. D. No. 7171, authorizing th 
Missouri Pacific Railroad Co. to issue $5,750,000 additional first ani 
refunding mortgage 5 per cent gold bonds, series G, all or any pat 
thereof to be pledged and repledged from time to time to and includ 
ing December 31, 1930, as collateral security for short-term notes, pre 
vious report 145 I. C. C. 691, approved. 


the Missouri 


COMMISSION ORDERS 


No. 20276, Allied Packers, Inc., et al. vs. Abilene & Southem 
et al. Chamber of Commerce of Kansas City, Mo.; Kansas City 
Live Stock Exchange; Chamber of Commerce of St. Joseph, 
Mo., and St. Joseph Live Stock Exchange permitted to intervene. 

No. 21635, Dewey Portland Cement Co. vs. Burlington et al 
Nebraska Cement Co. permitted to intervene. 

No. 21373, Commonwealth of Kentucky et al. vs. Ahnapet 
& Western et al. Kentucky Farm Bureau Federation permitted 
to intervene. 

Finance No. 7238, application of New Orleans, Texas é 
Mexico for certificate to construct a line of railroad betweet 
Baton Rouge and New Orleans, La. Illinois Central and Yaz 
& Mississippi Valley permitted to intervene. 

Finance No. 6901, construction of line of railroad by Atlantic 
& North Western. The time provided in said certificate ani 
order within which the Atlantic & North Western shall com 
mence and complete the construction of the line of railroai 
therein authorized has been extended to April 1, 1929, and 
March 30, 1930, respectively. 

No. 21573, Appalachian Lumber Corp. (Thos. L. Zimmermal, 
Jr., Receiver) vs. Norfolk & Western et al. Pickens Railroad 
permitted to intervene. 

No. 21655 (Sub. 1), South Dakota Farm Bureau Federation 
vs. Chicago & North Western et al. The Board of Railroaé 
Commissioners of state of North Dakota permitted to intervene 

No. 21463, Jensma Creamery Co. et al. vs. Santa Fe et al. 
Armour and Co. permitted to intervene. 

No. 21206, Sub. 2, W. O. Anderson Commission Co. et 4: 
vs. Ahnapee & Western et al. and No. 21206, Sub. 3, Salim 
Chamber of Commerce vs. Ahnapee & Western et al. Southeast 
Kansas, Inc., permitted to interene. 

Fourth Section Application 13368, Southern Cement Rates. 
This proceeding reopened for hearing at such time and place 
as the Commission may hereafter direct. ‘ 

No, 19991, Blue Ridge Tale Co., Inc., vs. Cincinnati, Ne®¥ 
Orleans & Texas Pacific et al. The order entered herein o 
October 13, 1928, which was by its terms made effective 
January 5, 1929, on 30 days’ notice and subsequently modifi 
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January 12, 1929 


ecome effective on February 9, 1929, has been further modi- 


+ so that it will become effective on March 11, 1929, on 30 
days’ notice. ‘ : es . 
No. 21691, Sub. 1, City of Holdrege et al. vs. Santa Fe et al. 


cago & North Western has been dismissed as defendant. 
Finance No. 7132, In the matter of the application of the 
Colorado & Southern for a certificate of public convenience and 
necessity, authorizing it to abandon a part of its branch line 
of railroad, extending from Denver, Colo., to Leadville, Colo., 
commonly known as its Platte Canon line, together with cer- 
tain branches thereof. City and County of Denver and Denver 
Live Stock Exchange permitted to intervene. 

No. 21598, Board of Railroad Commissioners of State of 
South Dakota vs. Burlington et al. Colorado & New Mexico 
Coal Operators’ Association and Watertown Chamber of Com- 
merce permitted to intervene. 

No. 21481, Central Illinois Petroleum Marketers’ and Con- 
sumers’ Association et al vs. Alton & Eastern et al. Shell petro- 
leum Corp. permitted to intervene. 

No. 21747, And Sub. 1, Nebraska State Railway Commission 
ys. Santa Fe et al. Topeka Chamber of Commerce permitted 
to intervene. 

No. 21605 (and Sub. 1), Ainsworth Filling Station et al. vs. 
Santa Fe et al. Shell Petroleum Corp. permitted to intervene. 

No. 21262, Green Bay Association of Commerce et al. vs. 
Santa Fe et al. Chamber of Commerce of Kenosha, Wis., per- 
mitted to intervene. 

No. 21737, L. A. Arbogast, Jr., and J. R. Stewart, doing busi- 
ness as Dacotah Oil Co. of Jamestown, N. D., vs. Santa Fe et al. 
Board of Railroad Commissioners of State of North Dakota 
permitted to intervene. 

No. 21406, Virginia State Horticultural Society et al. vs. 
Aberdeen & Rockfish et al. State of New York, Department of 
Agriculture and Markets permitted to intervene. 

No. 21665, North Carolina Corporation Commission vs. 
Akron, Canton & Youngstown et al. Railroad and Public Utili- 
ties Commission of State of Tennessee and Tennessee Products 
Corp. permitted to intervene. 

No. 21160, Lake Charles Rice Milling Co. of Louisiana, Inc., 
ys. Santa Fe et al. Crowley Association of Commerce permitted 
to intervene. 

No. 19903, J. W. Gillaspie vs. Nashville, Chattanooga & St. 
Louis et al. The order entered in this proceeding on September 
30, 1928, which was by its terms made effective on December 
15, 1928, on 30 days’ notice, and subsequently modified to become 
effective on February 9, 1929, has been further modified so that 
it will become effective on March 15, 1929, on 30 days’ notice. 


Chi 


MISSOURI INTERSTATE RATES 


The Commission, in No. 21772, interstate rates between 
points in Missouri, upon the application of the Missouri com- 
mission, has instituted an inquiry into interstate rates between 
all parts of Missouri on account of the confused condition of 
rates in that state resulting from the Commission’s decisions 
in No. 9702, the Memphis Southwestern Investigation; No. 11483, 
Cairo Association of Commerce vs. Butler County Railroad et al., 
and No. 13535, Corporation Commission of Oklahoma vs. Aber- 
deen & Rockfish et al. The Cairo and Oklahoma Corporation 
— cases have been made a part of this general inves- 
igation. 


The order in No. 21772 follows: 


It is ordered, That an investigation be, and it is hereby, instituted 
to determine reasonable interstate carload class rates and com- 
modity rates for application between all points in the state of Mis- 
souri, except rates on grain and its products, coal, forest products, 
livestock, cement, sand, gravel, chatt, crushed rock and kindred com- 
modities, face, building and comm brick, agricultural limestone, 
petroleum and its products, barnyard manure, cotton, cottonseed and 
_ products, and hay and straw, with the view to the making of such 
ndings and the entry of such order or orders as shall be necessary 
to correct such unlawfulness as may be found to exist. 

: it is further ordered, That all common carriers by railroad sub- 
tie to the interstate commerce act .and operating in the state of 
Missouri be, and they are hereby, made respondents to this proceed- 
ing, that a copy of this order be served upon each of said respondents, 
and that notice of this proceeding be given to the public by posting a 


copy of this order in the press room at the office of the Commission 
in Washington, D. C. 


PETITIONS FOR REHEARING, ETC. 


No. 19106, Beaman Elevator Co. vs. Chicago & North Western 
et al. Defendants ask for reargument and reconsideration. 

No. 19839, Fall River Chamber of Commerce et al. vs. New 
England Steamship Co. Complainants ask for reopening. 

No. 19865, Turner Marble and Granite Co. vs. Atlantic 
Coast Line et al. Defendants ask for reopening and reconsidera- 
tion and for oral argument before the Commission. 

No. 18596, Tonawanda Paper Co., Inc., et al. vs. New York 
Central et al. The Tonawanda Paper Co., Inc., Liberty Weekly, 
ae and Tribune, Co., complainants herein, ask the Com- 
sion to set aside order of December 3, 1928, denying petition 
0 vacate order of June 4, 1928, and to grant argument on said 
Petition to vacate order of June 4, 1928. 

No. 16282, and Sub. 1, McEwing & Thomas Clay Products 
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Co, et al. vs. Southern et al. Defendants ask for rehearing and 
reargument, or reconsideration by entire Commission. 

No. 18668, American Rolling Mill Co. vs. Pennsylvania et al. 
Complainant asks for reconsideration and for argument. 

No. 17159, Southern Kansas Grain & Grain Products Asso- 
ciation vs. Rock Island et al. and I. & S. 2420, Transit at Kansas 
City, Mo.-Kans. on Grain and Grain Products. The Board of 
Trade of Kansas City, Mo., intervener, herein, asks for reopen- 
ing and consolidation with No. 17000, Part 7, grain and grain 
products between western points and for export. 

No. 21025, Dann-Gerow Co., Inc., et al. vs. Alabama Great 
Southern et al. Complainants ask for further hearing. 

No. 19589, A. Keathley vs. Louisville & Nashville et al. 
Defendant carriers ask for reopening of this case and for recon- 
sideration, or, in the alternative that the report be modified by 
eliminating the finding that the rates charged on bituminous 
rock, in carloads, from Bowling Green, Ky., to London and Can- 
nelton, W. Va., were inapplicable. 

No. 17000, part 4-A, rates on refined petroleum products 
from, to, and between points in southwest, and No. 21115, Skelly 
Oil Co. vs. Santa Fe et al. Skelly Oil Co. complainant in No. 
21115, asks for vacation and setting aside of Commission’s order 
of December 19, 1928, wherein this proceeding has been assigned 
for hearing January 28, at Dallas, Tex., February 4, at Tulsa, 
Okla., and February 11, at Kansas City, Mo., before Examiners 
Fuller and Peyser, in connection with No. 17000, part 4-A, rate 
structure investigation, petroleum and petroleum products; and 
for modification of its orders of October 1, 1928, and December 
3, 1928, in connection with No. 17000, part 4-A, by eliminating 
therefrom consideration of rates from points in southwest to 
Kansas City and St. Louis, Mo., also points in Missouri, located 
on and north of the line of the Rock Island from Kansas City 
through Eldron, to Labadie, thence Missouri Pacific to Pacific, 
thence St. Louis-San Francisco to St. Louis. 

No. 20231, American Sand & Gravel Co. vs. Chicago & North 
Western et al. Defendants ask for reargument and reconsidera- 
tion by entire Commission. 

No. 19356, Simon Newman Co. vs. Los Angeles & Salt Lake 
et al. Defendants ask for rehearing and/or reargument and 
for postponement of effective date of order. 

No. I. & S. 3101, part II, classification changes in official, 
southern and western territories. National Association of Waste 
Material Dealers, Inc., ask for reconsideration. 

No. 19353, Southwestern Milling Co., Inc., vs. Rock Island 
and Kansas City Terminal. Kansas City Terminal asks for re- 
argument before entire Commission and postponement of effec- 
tive date of order. 

No. 17606, Cynthiana Construction Co. vs. Louisville & Nash- 
ville et al. Complainant, in second petition, asks for recon- 
sideration by Commission as a whole of that part of the record 
as made, which relates to unreasonableness in the past and 
reparation. 

No. 19903, J. W. Gillaspie vs. Nashville, Chattanooga & 
St. Louis et al. Defendants, through J. E. Tilford, their agent, 
ask for postponement of effective date of order. 





SUSPENDED TARIFFS 


In I. and S. No. 3222, the Commission has suspended from 
January 7 until August 7 schedules as published in Southern 
Pacific tariffs: Fourth revised page 11 to I. C. C. No. 4433; 
revised pages 261 to 264, 313, 314, 317 and 318 to I. C. C. No. 
4661. The suspended schedules propose changes in rates on live 
stock, carloads, between Arizona and New Mexico points, and 
between El Paso, Tex., and Arizona and New Mexico points, 
resulting in both increases and reductions. 

In I. and S. No. 3221, the Commission has suspended from 
January 6 until August 6 schedules as published in supplement 
No. 25 to Boyd’s I. C. C. No. A-1831, supplement No. 14 to Toll’s 
I. C. C. No. 1209, supplement No. 8 to Johanson’s I. C. C. No. 
2046, and various other tariffs of these and other agents. The 
suspended schedules propose to revise class rates between points 
in Utah, Nevada, Colorado and adjacent states, on the one 
hand, and points in Southwestern, Western Trunk Line and 
contiguous territories, on the other. The proposed adjustment 
would result in increased rates to and from Utah common points, 
of which the following is illustrative: 

First class rates, in cents per 100 pounds, from Dallas, Texas, 
to Salt Lake City, Utah, present 315, proposed 357. 

In I. and S. No. 3220, the Commission has suspended from 
January 5 until August 5 schedules as published in supplement 
No. 34 to joint tariff, Johanson’s I. C. C. No. 2008, Boyd’s I. C. C. 
A1869, Curlett’s I. C. C. No. A218, Jones’ I. C. C. No. 2075 
and Van Ummerson’s I. C. C. No. 90. The suspended schedules 
propose reductions in class and commodity rates between points 
in southeastern Kansas and points in Illinois and western ter- 


ritory. The following is illustative. First class rates being 

in cents per 100 pounds: 
—Between— 

St. Louis, Mo. Kansas City, Mo. 

And Pres. Prop. Pres. Prop. 

Baxter Springs, Kans....... because 145 143 105 100 

Independence, Kans. .............. 151 143 105 100 

Comeyville, TANG, «ceccceccvescees 151 143 105 100 
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NON-CONCURRENCE RATES 


Additional briefs filed in No. 14880, Dallas Chamber of 
Commerce et al. vs. Aberdeen & Rockfish et al., a part of the 
Consolidated Southwestern Cases (see Traffic World January 
5) brought forward phases concerning the rail-ocean-and-rail 
rates from eastern Atlantic seaboard territory to the south- 
west other than the non-concurrence method of publishing 
rates by the regulated steamship lines. 

The Clyde Steamship Company proposed a blanket not so 
broad as that advocated by other steamship lines. 

The Santa Fe, M.-K.-T., Trinity & Brazos Valley, and the 
rulf Coast-International Great Northern opposed the proposal 
of the St. Louis-San Francisco and the Rock Island for the 
equalization of south Atlantic and gulf routes from the Atlantic 
seaboard territory to the southwest. 

The southwestern lines, in general, said the Commission 
should so dispose of the issues in these proceedings that the 
general scheme of rate making announced in its original and 
supplemental decisions would be preserved. 

The State Corporation Commission of Virginia asked that 
Atlantic seaboard territory be continued as at present. It as- 
serted that the exclusion of Virginia ports from that territory 
would be disastrous to Virginia shippers. 

Chambers of Commerce of Alexandria and Shreveport, La., 
and Monroe, La., Traffic Bureau, in general, approved the posi- 
tion taken by. the Southern Pacific and other ocean carriers. 

The Ocean Steamship Company of Savannah, Merchants 
& Miners, Eastern Steamship Lines, Baltimore Steam Packet 
Company, Chesapeake Steamship Company, Philadelphia & 
Norfolk Steamship Company, and their rail connections said 
the gulf port lines were not justified in asking the Commis- 
sion to restrain the lines operating through Baltimore, Nor- 
folk and Savannah, in handling traffic from eastern cities and 
points in eastern trunk line territory to destinations in Okla- 
homa, Arkansas, and Louisiana from meeting the rates via 
ocean and rail routes through the gulf ports. 

The Rochester, N. Y., and Syracuse Chambers of Com- 
merce and the New York State Canners, Inc., in their brief, 
said that the gulf steamship lines should be permitted to pub- 
lish the rail-ocean and rail-ocean-rail rates and that the present 
blanketing of Atlantic seaboard territory should continue un- 
disturbed. 

Continuance of the present grouping of Richmond, Va., in 
Atlantic seaboard territory, was advocated by the Richmond 
Chamber of Commerce. The rates, it said, should be con- 
sistent with Richmond’s proximity to the eastern ports and the 
known cheapness of water transportation. 


The Wichita Chamber of Commerce asked the Commission 
to find that on ocean-rail amd rail-ocean-rail traffic from north 
Atlantic seaboard territory via the Texas Gulf ports, Oklahoma 
City was geographically located in the northern Oklahoma group 
with Enid and Tulsa, Okla.; that the first class ocean-rail and 
rail-ocean-rail rates from the seaboard territory to Wichita and 
Arkansas City, Kansas group, via Texas Gulf ports should not 
exceed the Oklahoma City first-class rate by more than i2 cents; 
that a general competitive situation existed throughout Kansas 
and the southwest between Wichita, and Kansas City; and that 
the rates from the Seaboard territory to south central Kansas, 
including Wichita and Arkansas City, via the South Atlantic 
ports through the Memphis gateway on the Frisco and the Mis- 
sissippi gateways to the north thereof were not within the issues. 


Interior Texas cities assert, among other things, that the 
interstate: commerce act requires the rail and water carriers 
to join in the establishment of rates less than the combinations; 
that the major competition of the water routes is with the rail 
carriers; that while there are occasional flurries of independent 
steamship competition such competition is not a controlling 
factor in the ocean-rail adjustment and that the controlling 
factor is the market competition from all-rail territory; that 
whatever independent steamship competition may exist in the 
coastwise trade is active competition for interior business and 
therefore that conditions which obtain at interior points are 
relatively the same as those which obtain at gulf port destina- 
tions; that the port to port rates of the water carriers are 
not on a generally depressed basis; that a just and reasonable 
level of through rates is the only means whereby the ocean-rail 
routes may meet the competition which is a controlling factor 
in that adjustment; and that the gulf port routes should have 
a material and substantial differential under the Atlantic port 
routes and that that differential should apply to all southwestern 
destinations. 

In addition the interior Texas cities, such as San Antonio, 
Wichita Falls, Waco and Amarillo, assert that the Newtex line 
is “unlawfully operated, is evading the provisions of the inter- 
state commerce act, and is therefore not an unregulated steam- 
ship line.” Further they declare that the non-concurrence plan 
of publishing rates is unlawful and that as soon as practical 
it must be abandoned and a lawful publication substituted in its 
stead. 

The Houston Chamber of Commerce pointed out that at 
the original hearing it defended the existing adjustment, because, 
among other things, many of the rates applicable over com- 
a 
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bined rail and water routes closely approximated combination; 
of port to port rates plus interior rail rates; that that basis 
had been in effect a long time without serious complaint and 
that at the further hearing, after the Commission had made 
its decision and new rates were put into effect, it pointed oy 
that the rates, in all instances, did not represent a radicg 
departure from the existing basis of rates to and through 
Houston. It submitted that the testimony introduced by Houston 
interests clearly indicated the only just and proper method to 
be used in determining a basis of rates for application from 
to and between points here involved, in connection with all. 
water, rail-and-water, and rail-water-and-rail routes, and that the 
Commission should so find. 

The Manufacturers’ Association of Connecticut asserted tha 
the discontinuance of the non-concurrence tariffs under the 
conditions prescribed in the Commission’s report would affor 
opportunity to the rail lines to control the publication of raj. 
ocean rates, and, in its opinion, the rail lines would use tha 
control to suppress steamship line freight traffic and thereby 
deprive Connecticut industry of the full benefit of a great nat. 
ural advantage, that is, rates reflecting relatively low cost trang. 
portation of freight in vessels. , 

Further, the Connecticut organization said that under the 
report, if not modified, the carriers evidently would increag 
certain rail-ocean class rates from Connecticut to Galveston ang 
Houston, Tex., and to many points in Arkansas and Oklahoma, 
reduce certain class rates from C. F. A. territory to the same 
points and thereby disturb long existing relationships to the 
advantage of manufacturers in C. F. A. and to disadvantage of 
competing manufacturers in Connecticut. 

Another point made by the Connecticut association was that 
while the report, if not modified, would require reductions jp 
certain class rates, all-rail from both C. F. A. and Connecticut, 
the reductions from the first mentioned territory would bh 
the greater, thereby also placing Connecticut at a disadvantage. 

By authorization of the report, the brief further said, the 
carriers would evidently cancel hundreds of rail-ocean commoé- 
ity rates and exact in lieu thereof class rates under the present 
classification ratings materially higher than the commodity 
rates. Such cancellation, it said, would undoubtedly completely 
remove many well-known commodities and virtually all the 
lower priced products, sold by Connecticut, from the southwest. 
ern markets. 

And still further, the Connecticut association called atte 
tion to the fact that the report, if not modified, would requir 
a change of the groups of origin, of southbound rail-ocean clas 
rates, in seaboard territory, which would have the effect of 
excluding that part of Connécticut about 75 miles from New 
York from group B and compel the manufacturers so excluded 
to pay the higher group C rates, to the prejudice of the man- 
facturers in the proposed group C. 


LOS ANGELES STATION CASE 


Arguments were made this week in the Court of Appeals 
for the District of Columbia in No. 4863, City of Los Angeles vs. 
Interstate Commerce Commission, the Los Angeles union sta 
tion case, on the appeal of the city from the judgment of the 
Supreme Court of the District of Columbia. The latter dis 
missed the city’s petition for a writ of mandamus requiring the 
Commission to give consideration to the evidence bearing on the 
question of the issuance of an order by the Commission requir 
ing the Santa Fe, Southern Pacific and the Salt Lake line of 
the Union Pacific system to erect a union station in the plam 
area in Los Angeles. The case was presented by Max Thelet 
for the city and Daniel W. Knowlton, chief counsel, for the 
Commission. E. C. Blanchard also appeared for the city. 

The railroads filed briefs as friends of the court but dil 
not participate in the oral presentation. They endeavored t 
be made interveners in the lower court but were denied the 
permission. 

Mr. Thelen’s chief contention was that, under paragraphi 
3 and 4 of section 3 of the interstate commerce act, the Com 
mission had jurisdiction to enter the order requiring the car 
riers to construct a union station. In the report in the case 
before the Commission, the regulating body found everythité 
required as a condition precedent to the issuance of a cor 
venience and necessity order except jurisdiction to make the 
requirement, hence Mr. Thelen’s principal point. 

Mr. Knowlton made the argument that Mr. Thelen’s argt 
ment was based wholly on inference and a strained construt 
tion of the statute. He said that if Congress had intended t 
give the power Mr. Thelen asserted the Commission had, tf 
would have done so in unmistakable language. 

The discussion turned around the part of paragraph 3 0 
section 3 requiring all carriers to afford “all reasonable, prope 
and equal facilities for the interchange of traffic between thelt 
respective lines, and for the receiving, forwarding, and deliver 
ing of passengers or property to and.from their several line 
and those connecting therewith.” Mr. Thelen contended that 
a union station was a facility within the meaning of that part 
of the law and that paragraph 4 of section 3 authorized the 
Commission to require the providing of such a facility and the 
use thereof by the carriers mentioned, 
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January 12, 1929 


HOCH-SMITH IRON AND STEEL 


Representatives of shippers in the territory between Pitts- 
burgh and St. Louis, in their discussion of No. 17000, part 6, 
Hoch-Smith iron and steel (see Traffic World, January 5), dis- 
played little hostility to the scale proposed by the examiners. 
Their suggestions were for a more elastic application of the 
scale through the enlargement of existing groups or the creation 
of others. ; ’ ‘ 

R. B. Coapstick, speaking for censumers, said they wanted 
to deal in a highly competitive market. He suggested a rate 
of 30 cents from Pittsburgh to Chicago and one of 28.5 from 
Pittsburgh to New York and the initiation of the scale with a 
rate of 6 cents for the first block. 

A. B. Cronk discussed the Terre Haute-Chicago situation in 
respect of bars, saying that the proposal of the examiners would 
force the Highland Steel Company out of the Chicago bar market. 

F. H. Burgess suggested the inclusion of steel making points 
in the border territory between official and western and south- 
ern territories in the first mentioned territory on account of 
the competition of the various manufacturers in the centers of 
heavy consumption. 

R. E. Quirk said that on the whole the proposed scale was 
satisfactory to his clients with mills at Middletown, O., Ashland, 
Ky., and Zanesvile, O. Generally speaking, the rate situation 
in respect of those points, he said, was so unsatisfactory that 
any changes would be for the better. 

E. S. Ballard broadly favored the scale, but made sugges- 
tions as to groups that would be more satisfactory to Chicago 
interests. 

Robert Hula advocated, in behalf of the Indiana and Illinois 
Steering Committee, a more liberal grouping so as to have a 
more elastic application of the scale. 


In behalf of the railroads in general and the C. F. A. lines 
in particular, Guernsey Orcutt characterized the case as a three- 
cornered fight between steel manufacturers in the eastern, mid- 
dle and western districts for reductions each designed to give 
the particular interest an advantage which might temporarily 
give the winner additional tonnage and the railroads serving 
particular shippers more money because the volume of long- 
haul traffic was increased. He asserted that adoption of the 
scale proposed by the United States Steel Corporation would 
cost the railroads a reduction of more than $16,000,000 in their 
revenues. 

But, he said, reductions would merely continue a vicious 
economic cycle. Lower rates, he said, would enable one set of 
manufacturers to get into the territory of another set, for a 
short time. The winner would enlarge his plant and then the 
men in the territory invaded would make their prices low enough 
to keep the invader out. Then the latter would come to the 
Commission for another reduction in rates, pointing to the fact 
that he had lost tonnage to the territory of his distant com- 
petitor as an argument therefor. Reduced long-haul rates, he 
admitted, might enable Pittsburgh to get into the Chicago ter- 
ritory for a time, but he said that, sooner or later, Chicago 
would retaliate, with the result that Pittsburgh would be shut 
out. 


Undue lessening in the transportation cost, to a large extent, 
he said, explained the condition of the coal industry. Low rates, 
he said, caused mines and fields to be opened for which there 
was no sufficient demand. This lessening, unduly, of trans- 
portation costs, he said, had much more to do with unhealthy 
economic situations than generally supposed. 


“Every reduction on specific commodities,’ he declared, 
means a step toward a general advance in rates, as commanded 
In section 15-a.” 


In the course of a short discussion of the Hoch-Smith res- 
olution in which he pointed out that its object was to assure 
the free movement of commodities, he said there was no ques- 
tion about iron and steel moving freely. Reduction in the long- 
haul rates, he said, would not mean an increased consumption of 
Iron and steel, although it might mean a temporary increase in 
the tonnage of a particular steel district at the expense of 
Some other, with the consequent inducement to increase in the 
capacity of the plants which would become idle in the lean 
years, which he said were bound to come. 


The right of carriers to a fair return, he said, was a common- 
law right and not dependent upon section 15-a. Commissioner 
Aitchison checked him on that declaration, inquiring if legis- 
latures did not have the right to make rates without much, if 
i check prior to the fourteenth amendment to the Constitu- 

Mr. Orcutt admitted that, broadly speaking, the common law 
was not federal law. Commissioner Farrell suggested, however, 


— principles of the common law were applied by federal 
rts. 


In connection with the talk about long-haul and short-haul 
rates, R. J. Baker, for the Alan Wood Iron and Steel Company, 
pointed out that 95 per cent of the requirements of larger con- 
sumers in Philadelphia were supplied by steel mills in the middle 
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or Pittsburgh district and not by mills in the eastern district, as 
might be expected, on account of the difference in the hauls. 

The Hoch-Smith feature of the case was argued by E. H. 
Burgess for eastern railroads. His primary contention was that 
that resolution warranted the Commission in keeping up the 
revenues of the carriers on iron and steel. The Commission, 
he said, had been whittling away the revenues of the carriers 
by means of decisions as to rates on other commodities and 
his thought was that the time had come to halt that process 
by using iron and steel to keep up the revenue. Iron and steel 
as a traffic, he said, was desirable, but the carriers thought it 
could and should be used to obtain the revenues needed by 
them, and that under the resolution the Commission could do so. 

Mr. Burgess agreed with Mr. Orcutt as to the effect of a 
reduction for the benefit of one set of iron and steel makers, 
namely, that it merely started or continued a cycle that hurt 
both shippers and carriers. He argued for the adoption of the 
scale proposed by the eastern carriers. It is from one-half to 
one cent higher for various distances than the scale proposed 
by Examiners Faul and Bardwell. His thought was that the 
Commission should maintain the present level, but thought the 
carriers’ scale better adapted to that end than that offered by 
the examiners. 

R. K. Keas, for the East Side Manufacturers’ Association, 
contended that iron and steel were not moving freely and in 
that respect there was no compliance with the mandate of the 
Hoch-Smith resolution. 

James Garfield, in behalf of the New England railroads, said 
that the Commission should bring iron and steel rates in New 
England to the fifth class basis, a thing which the carriers, he 
said, had been trying to do except as to things in the wire list. 
As to them, he said there was need for the low commodity rates 
now in existence. On other articles of iron and steel, he said, 
the class basis should be applied on account of the needs of 
the New England railroads. 





HOCH-SMITH GRAIN 


Lower Missouri River markets, in a brief filed by the Atchi- 
son Board of Trade, the Leavenworth Chamber of Commerce, 
Inc., the St. Joseph Grain Exchange, the Chamber of Commerce 
of Kansas City, Kan., and the Board of Trade of Kansas City, 
Mo., urge the Commission to take positive and constructive 
action on the problems presented. It is asserted that grave 
maladjustments in rates have been shown to exist that require 
definite corrective treatment. 

“Our thought at- the same time is that the Commission 
should be conservative and give careful consideration to the 
history and development of the present grain rate system which 
we deem to be sound and meritorious in plan and principle,” 
say these markets. 

“Departures have been made in recent years from the true 
conceptions underlying the existing system of grain rates. Harm- 
ful alterations have been permitted to come about. The in- 
jurious effect of these should, in our opinion, be eliminated by 
proper restorative measures. The system itself should first be 
fully repaired, and then improved and perfected as much as 
may be. 

“Some of the other markets have indicated their willing- 
ness that the present investigation be dropped. Kansas City 
is not in that happy position. It suffers. serious injury from 
unreasonable rates and unjust discrimination and asks in this 
proceeding for important remedial changes. Atchison and 
Leavenworth, Kan., and St. Joseph, Mo., from community of 
interest, unite with us in this request.” 


It is asserted by these markets that adoption by the Com- 
mission in this investigation of a policy of letting things alone 
would prove disastrous in the future to the health and stability 
of the grain rates and to the peace of the grain industry. The 
level of the grain rates in the southwest is subnormal, it is 
asserted, and if let alone will spread over the country like a 
wild pea vine. It is now setting its roots in southern Kansas, 
according to the brief, and again, the increase of overhead 
rates through the terminal markets is a menace. It is a malig- 
nant growth in the proportional rate system that should be re- 
moved without delay, say these markets. 

“The historic system of grain rates, consisting of the gath- 
ering rates into the large terminal markets, the rate break, 
and the proportionals outbound, is reliable and praiseworthy 
and should be mended and restored to full strength and vigor,” 
it is asserted. 

The Minneapolis Traffic Association takes the position that 
there should be made, as a result of the investigation, such 
changes in rates as are necessary to insure the greatest degree 
of competition in the marketing of grain and in that way insure 
to the producer the best prices. It says the adoption of a uni- 
form scale of rates for application in the several states or rate 
groups can only be done by making burdensome increases in 
the rates in one part of the territory or material reductions in 
other parts of the territory. It says that grain rates from points 
in Nebraska or Kansas or the southwest states to Missouri 
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River markets should not be reduced because of the lower rates 
prevailng from the northwest states to Minneapolis and Duluth, 
and that the northwest rates should not be increased because 
higher rates are found elsewhere, reference being made in this 
connection to the influence of Canadian rates being reflected 
in the rates from the northwest to Duluth and Minneapolis. 

The Southwestern Millers’ League says the Commission 
should find that the rates on wheat and flour must be the same 
between the same points; that the rates should include rea- 
sonable transit privileges; that the rates from the southwest 
to the east should be closely related to those from the north- 
west, and that the flour differential to California should be 
removed. 

Brifes filed by the following were made public with the 
foregoing briefs: Public Service Commission of Oregon; Og- 
den Grain Exchange, whose brief is concurred in by the Public 
Utilities Commission of Utah; Minnesota-Dakota Transit Mil- 
lers; Kansas City Southern and the Texarkana and Fort Smith; 
Northwestern Grain Dealers’ Association of Montana; Kansas 
Flour Mills Corporation and Larabee Flour Mills Company; 
Waggoner-Gates Milling Company; Southern Pacific Company; 
Atchison, Topeka and Santa Fe; Chamber of Commerce of 
Fargo, N. D.; state of South Dakota and producers and ship- 
pers therein; Albers Brothers’ Milling Company, and Taylor 
Milling Company and others. 

In the joint brief in behalf of the commissions of Montana, 
Minnesota and North Dakota, the states of Minnesota and North 
Dakota, and the North Dakota Fair Freight Rate Association in 
No. 17000, part 7, Hoch-Smith grain, it is contended that the 
record “establishes the fact that the grain rates in northwestern 
Minnesota, North Dakota and Montana are so greatly in excess 
of those existing in Canadian territory for similar hauls that 
the rates of American lines must be condemned, if we consider 
Canadian grain rates to represent a level which will pay only 
operating expenses, if applied on American lines.” 

That view, the brief said, made it unnecessary to consider 
the question as to how much net return these Canadian rates 
would make to apply in payment of taxes, fixed charges and 
dividends. 

“American wheat rates from North Dakota and Montana to 
Duluth, Minn., are from 39 to 98 per cent higher than the wheat 
rates from Manitoba and Saskatchewan to Fort William for 
similar distances,” declares the brief. 

It figures that North Dakota grain growers pay from 2.5 
to 7 cents per bushel more to get their grain delivered to Liver- 
pool than the Canadian farmer pays for the transportation of 
his product to the same market. 

A comparison of the grain rates from Minnesota, North 
Dakota and Montana to Duluth or Minneapolis, with those main- 
tained from points in Manitoba and Saskatchewan to Fort Wil- 
liam, Ont., the brief says, is further evidence of the fact that 
existing rates are not the lowest possible lawful rates such as 
the Hoch-Smith resolution requires the Commission to estab- 
lish. After an analysis of operating ratios on the Canadian and 
United States lines, the brief says: 


Much has been said by American lines, and other parties, con- 
cerning the lower taxes paid and bonuses received by Canadian lines 
whenever Canadian and American grain rates are discussed. We wish 
to emphasize the fact that in our analysis above, we merely assume 
that American lines, with their boasted efficiency and their more 
favorable operating conditions, can carry grain for as low an operat- 
ing cost as Canadian Jines; and, upon that assumption, the operating 
ratio, in connection with the grain traffic of Northern lines, is shown 
to be upon a very favorable basis. 


The brief objects to any addition to line-haul rates to cover 
the cost of free transit and “reasonable out of line hauls.” It 
says that in establishing lawful grain rates either under the 
Hoch-Smith resolution or the interstate commerce act there 
is no equitable ground for the Commission raising the level 
of grain rates to cover the cost of such service. It contends 
that the farmer pays the line-haul rates and that free transit 
and out-of-line hauls are devices to draw grain to milling points 
which must compete with mills in the centers of consumption 
at flour prices made in the consuming territory. The brief says 
the farmer cannot expect any one of the competing transit 
grain groups to increase the prices of wheat beyond the level 
of prices simultaneously offered for the same grain by any one 
of the other competing mill groups. 


The parties represented in the brief submitted cost of serv- 
ice studies, referred to as the Bitney studies. The Commission, 
they said, should prescribe grain rates from Minnesota, North 
Dakota and Montana to Minneapolis and Duluth based on the 
Bitney studies. 

Texas producers, grain dealers, flour and feed manufacturers, 
Texas ports and Texas commercial interests generally, in their 
brief, among other things, ask that wheat rates, at least to and 
within the southwest, be 5 cents a hundred pounds less than 
domestic flour rates; that wheat bran, middlings and shorts 
be accorded wheat rates; that coarse grains, includig sorghum 
grains, be accorded rates based $0 per cent of the wheat rates; 
that mixed feeds be accorded rates no higher than coarse grain 
rates, and that flour for export be accorded export wheat rates. 
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Briefs have also been filed by the Port of Portlang Ore 
the Portland Chamber of Commerce, the Portland Traffic and 
Transportation Association and other Portland interegts- th 
Washington State Farm Bureau and other farm organizations. 
the Globe Grain and Milling Company, Associated Jobbers and 
Manufacturers of Los Angeles and others; Edward L. Eyre and 
Company and others, and the Sperry Flour Company. 


RATES ON BOTTLES 


Hearing in docket 21464, Carroll Graham Bottle Compap 
Inc., against the C. & N. W. and others, was held at Chicag 
before Examiner Disque January 10. The complaint attack 
the rates on glass bottles, in carloads, from Lapel, Ind, t 
Sheboygan and Manitowoc, Wis., charging unreasonablenegs ‘and 
that the existing rates are unduly preferential of competitors 
at St. Louis, Mo., East St. Louis and Alton, Ill. Reparatigy 
and reasonable rates for the future are asked. 

According to the testimony of the complainant witnegge 
J. J. McGovern and G. J. Graham, the carriers collected freigh; 
charges on the basis of a rate of 34.5 cents from Lapel to th 
destination points, that being the full fifth class basis. Ty 
complainant is a jobber at Chicago and made its purchases f. 9,}, 
the factory. The selling price at destination included the freigh 
charges, which were borne by the complainant; it was testified 
The period covered by the complaint was from June 27, 197 
to date. A commodity rate of 28 cents applies from the cop. 
peting points in southern Illinois and from St. Louis, it wa 
said, for distances approximately 85 miles in excess of the Lape 
distances. Prices at the points of origin are approximately the 
same, according to Mr. Graham, and the freight rates largely 
determine the ability of one factory to compete with another g 
a particular point of destination. The average weight of the 
actual shipments per car was given as 46,280 pounds and the 
average car-mile earnings as 48.3 cents. The value of the com 
modity a car on the weight shipped was said to be $1,188. Ae 
cording to Mr. McGovern, the Commission has held that con. 
modities moving in large volumes are entitled to commoiity 
rates, and it was his contention that the commodity in questin 
did move in large volume. He said there were numerous com 
modity rates within C. F. A., Trunk Line and W. T. L. tert 
tories and between those territories. Numerous exhibits wer 
presented comparing rates and earnings applicable to the sam 
and other traffic, between other points, in support of the co 
tention of unreasonableness. Mr. McGovern further stated that 
there was a commodity rate of 22 cents from Lapel to Milwauke, 
and that the class rate beyond to Sheboygan was 9 . cents 
making a combination rate of 31.5 cents. 

R. D. Hunter, special agent, Big Four, and, J. E. Flansbury 
commerce agent, C. & N. W., appeared for the carriers. 

According to Mr. Hunter, the complainant had not mat 
application for a reduction in the rates under attack. He sail 
that fifth class was the basis generally applicable to the trafik 
and stressed the heavy damage claims produced by it. He hai 
not been able to find a class rate between Milwaukee ai 
Sheboygan less than 15 cents, he said. The average carloai 
weight of the traffic, based on a large number of shipments co 
ered by an exhibit introduced by him, was slightly in exces 
of 36,700 pounds. According to his testimony, claims had bea 
filed on 41 cars out of a total of 376 moved from Lapel in 19%. 
The 41 cars produced revenue amounting to $3,936 and th 
claims paid amounted to 57 per cent of that. He called atte 
tion to one car that had been shipped from Lapel to Toledo a 
which claims amounting to 268 per cent of the revenue hi 
been paid. He introduced numerous exhibits setting out th 
transportation characteristics of glass bottles, as compared t 
other fifth class articles, and otherwise supported the carrier 
contention of the reasonableness of the fifth class rates. 

In answer to a question from the examiner, Mr. Flansbur 
said that if the Commission should find that discriminatio 
against the complainant existed, the carriers would eliminate! 
by increasing the rates from the competing producing poinl 
He held that the carriers would be “derelict in their duty’! 
they did not do that; that any disadvantage the complainall 
might be under should not be adjusted by lowering its rates ! 
the commodity basis applicable from St. Louis and the othe 
points. 





VALUATION OF RAILROADS 
The National Association of Owners of Railroad and Publit 
Utility securities, through its research office in Washingt 
D. C., has issued a pamphlet on “Valuation of Railroads” whieb 
is described as “a non-technical and concise discussion of tl 
development of a great regulatory problem.” 


NOT THIRTEEN MILLION MILES 


In The Traffic World, January 5, page 44, under the heat: 
ing “Southern Pacific Valuation,” a typographical error was {bt 
cause of a statement that the total track mileage of the liné 
of all carriers included in the several valuation dockets aggt 
gates 13,049,527. The figure should have read 13,049.527 miles 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


j ken from Reporters and Digests of National Reporter 
a published “4 West Pubtishing Co... St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 








LOSS OF OR INJURY TO GOODS 


(Supreme Court, Appellate Division, Fourth Department.) 
Where cars of grapes were shipped under contract not obligat- 


ing carrier to render accessory services which might have been 
gecured by payment of higher rate, held, that there was no 
absolute liability on carrier for damage to grapes during 48-hour 
period after giving consignee notice of arrival, since such dam- 
age resulted from their inherent nature and condition.—Porter 
ys. Pennsylvania R. Co., 231 New York Supplement 432. 

Whether carrier failed in its duty in not notifying seller of 
puyer’s refusal to accept shipment of grapes or to sell grapes 
for benefit of whom it might concern held questions of fact.— 
a. grapes were shipped on order bills of lading, con- 
signed to seller, and giving buyer right to inspect under contract 
providing that acceptance of bill of lading should constitute 
completion of sale, question of title to grapes, so far as it bore 
on question of carrier’s negligence, after buyer’s rejection of 
grapes, held one of fact for jury.—Ibid. 

Where carrier neglected to protect perishable shipment of 
grapes on consignee’s failure to take them, consignor’s measure 
of damages was the actual loss due to carrier’s neglect, consist- 
ing of difference in value of grapes at time carrier should have 
acted and time of sale, not difference in value at time of arrival 
and time of sale.—Ibid. 

DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court, Appellate Division, Third Department.) 
Common carriers, though generally liable as insurers of inani- 
mate property against loss or damage, except such as is un- 
avoidable or caused by public enemies, are not insurers of ani- 
mals against injury arising from their nature and propensities, 
and which could not be prevented by foresight, vigilance and 
care—Clay et al. vs. New York Cent. R. Co., 231 New York 
Supplement 424. 


In action against carrier for damages to poultry shipped, 


evidence that damage was caused by failure to feed poultry 
while in transit showed death of poultry was not due to injury 
occasioned by transportation, but was due to nature and pro- 
pensities of birds or “vitality of freight.”—Ibid. 

Purchasers of carload of poultry, reconsigned en route “sub- 
ject to terms and conditions” of bill of lading, stood in position 
of original shipper and were bound by shipper’s contract.—Ibid. 

Interstate commerce act 1887, section 20, amended in 1906 
by the Carmack amendment (34 Stat. 595), and in 1915 by Cum- 
mins amendment (38 Stat. 1196, 49 USCA, section 20 (11)), pro- 
viding that section shall not deprive holder of bill of lading of 
any remedy or right of action which he has under existing law, 
applies to rule of liability, and not to elements of damage, and 
provides that common-law liability could not be changed or 
limited by contract.—Ibid. 

Bill of lading cannot make any reservation which would be 
of avail against negligence, though it might modify “carrier’s 
liability” through any fair, reasonable and just agreement, not 
including exemption against negligence of carrier.—Ibid. 

Bill of lading covering shipment of poultry, requiring shipper 
to feed poultry at own expense and risk while in transit, and 
requiring shipper to accompany shipment, if more than 150 
miles from point of shipment, unless special arrangement is 
otherwise made in writing, held not attempt to change rule of 
liability. —Ibid. 

In action against carrier to recover for damage to poultry 
occurring in transit, court could not determine that there might 
not have been delay in shipment, which was proximate cause 
of damages suffered under record showing no evidence of hour 
when car left point where shipment was reconsigned, or any 
proof of unusual delay or running time between point of re- 
consignment and destination.—Ibid. 

(Supreme Court of South Carolina.) On motion for a di- 

rected verdict, evidence must be considered most favorably to 
opponent of motion.—Sanders vs. Charleston & W. C. Ry. Co., 
145 South Eastern Reporter 400. 
_ In action against railroad for damages for negligent delay 
in transportation of perishable vegetables, plaintiff is required 
to show negligence arising out of an unreasonable delay and 
a that such negligence was proximate cause of damage.— 
Negligence May Be Inferred From Circumstances. 

Under the Carmack amendment (49 USCA, section 20), ini- 
tial carrier of an interstate shipment is liable for loss or damage 
caused by negligence of connecting carriers.—Ibid. 
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In all cases affecting interstate commerce, federal law and 
practice of federal courts govern.—lIbid. 

More than a scintilla of evidence is required for submission 
io jury of action against railroad for damages for negligent 
delay in transportation of perishable vegetables.—Ibid. 

In action by shipper against railroad for damages for neg- 
ligent delay in transporting perishable vegetables, if court sub- 
mitted case to jury under scintilla of evidence of rule, error was 
harmless, where there was sufficient evidence to support verdict 
for shipper.—Ibid. 

In action by shipper against railroad for damages for neg- 
ligent delay in transporting perishable vegetables, evidence held 
sufficient to take case to jury, even conceding that development 
of hot box was an unavoidable accident.—Ibid. 


ae 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928. by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, W. D., Missouri, W. D.) Rev. St. Mo. 1919, 
section 1186, authorizing service of summons by delivery of copy 
of writ and petition to any officer or agent of foreign corporation 
in charge of any office or place of business within state, held 
not, in so far as it related to resident plaintiff, invalid as im- 
posing unreasonable burden on interstate commerce.—Griffin vs. 
Seaboard Air Line Ry. Co., 28 Federal Reporter (2d) 998. 

Rev. St. Mo. 1919, section 1186, relating to service of sum- 
mons on foreign corporation is presumed to be constitutional.— 
Ibid. 

(Supreme Court of Ohio.) The Public Utilities Commission, 
when considering an application for an interstate certificate of 
necessity and convenience, is not confined entirely to the terms 
of the application filed and the testimony of the applicant con- 
cerning his ability to furnish the transportation in question and 
his intention to comply with the provisions of law and the rules 
promulgated by the commission. The commission may receive 
any competent evidence offered bearing on the question of the 
good faith of the applicant, and in this respect may take into 
account facts known to the commission as evidenced by its own 
records, with respect to prior conduct of the same applicant 
under different certificates issued to him for motor-bus trans- 
portation over the highways of the state; and when a considera- 
tion of all the evidence on that subject makes manifest the fact 
that the applicant is seeking a certificate with respect to any 
portion of his route for the purpose of enabling him, while 
actually operating under an interstate certificate, to carry intra- 
state passengers, the same as though he were operating under 
an intrastate certificate, the commission may deny his applica- 
tion with respect to that portion of the route designated.— 
Interstate Motor Transit Co. et al. vs. Public Utilities Commis- 
sion of Ohio; Grubb et al. vs. Same, 163 North Eastern Reporter 
713. 

The fact that the commission announces orally that an ap- 
plication will be granted as applied for, supplemented by the 
further fact that the commission then enters upon the files of 
the case a memorandum in like effect, does not bar the com- 
mission from a further investigation of the case or from modi- 
fying the entry made upon the files of the case, when the com- 
mission comes to issue its formal and final certificate to the 
applicant.—Ibid. ° 


(Supreme Court of Illinois.) Question of rates to be charged 
by carriers for services rendered by them, including reasonable- 
ness of rates, are not judicial questions, but are to be determined 
by commerce commission as administrative matters.—Illinois 
Commerce Commission ex rel. Lumaghi Coal Co. vs. Chicago & 
E. I. Ry. Co. et al., 163 North Eastern Reporter 664. 

Judicial department of government possesses well-defined 
powers to review decisions of commerce commission of which 
it cannot be deprived by legislative action, and denial of right 
of judicial review would be an attempt to deprive parties to 
controversy of their rights without due process of law.—Ibid. 

Right of court to review findings of commerce commission 
in proceeding for reduction of freight rates as discriminatory, 
excessive and unreasonable is limited to questions whether com- 
mission acted within scope of its authority, whether finding is 
without any reasonable foundation in the evidence, or whether 
a constitutional right has been infringed by such finding.—lIbid. 

Orders of commerce commission are entitled to great weight, 
and can be set aside only if arbitrary or unreasonable, or in 
clear violation of a rule’ of law.—lIbid. 

Law does not authorize court to put itself in the place of 
commerce commission and try question anew and substitute its 
judgment for that of the commission.—Ibid. 
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Court should not usurp legislative or administrative func- 
tions by setting aside a legislative or administrative order on 
its own conception of the wisdom thereof.—Ibid. 

Where it is found that an order of commerce commission 
is without substantial foundation in the evidence, it is the duty 
of the court to set it aside.—lIbid. 

The circuit court, on appeal from order of commerce com- 
mission reducing freight rate for transportation of coal from 
mines to market, had no authority, after setting aside the order, 
to order that former rate be restored.—lIbid. 

Whether group system of making freight rates for trans- 
portation of coal from mines to market is good, bad, or indif- 
ferent, and what should be boundaries of the various groups, are 
not legal questions for the courts, but administrative matters 
for commerce commission.—Ibid. 

Order of commerce commission reducing freight rate for 
transportation of coal from certain mines as unreasonable, un- 
justly discriminatory, and prejudicial held supported by evidence, 
and should, therefore, not have been disturbed by circuit court 
on appeal.—lIbid. 

(Supreme Court of Florida.) The powers and duties of the 
railroad commissioners enumerated in chapter 8469, Acts of 1921, 
when applied to terminal companies, have reference to the public 
duties of such companies as common carriers, and not to aux- 
iliary or accessorial services they may render incidentally to 
their duties as a common carrier, but which are not embraced 
within the latter—State ex rel. Postal Telegraph-Cable Co. vs. 
Wells et al., State R. R. Com’rs, 118 Southern Reporter 731. 

For purposes of public regulation, there is a fundamental 
distinction between the acts of a common carrier in the per- 
formance of its public duties as such, and those done in the 
exercise of its purely private right to manage and control its own 
property in matters not embraced within its public duties.—Ibid. 

There is no public duty upon a common carrier to so use 
its property that others who have no business with it as a carrier 
may make profit for themselves.—Ibid. 

In the management and control of its property in matters 
unconnected with and beyond the scope of its duties as a com- 
mon carrier and not affecting its duties as such, the Jackson- 
ville Terminal Company, as an incident to ownership, may grant 
to some concessions which it denies to others, provided it acts 
in good faith and its actions in that respect are consistent with 
the proper performance of its public duties as a common carrier. 
—Ibid. 

Even though the Jacksonville Terminal Company, a common 
carrier of freight and passengers, grants to the Western Union 
Telegraph Company, by special contract, the privilege of con- 
ducting on the property of the Terminal company a distinctly 
commercial telegraph business in the receipt and transmission 
of messages unconnected with the business of the Terminal com- 
pany as a common carrier, the latter company is under no 
compulsion of law, as a part of its duties as a common carrier, 
to grant to another telegraph company like facilities for a Iike 
purpose.—Ibid. 

The Jacksonville Terminal Company, a common carrier of 
freight and passengers, is under no public duty to afford the 
patrons of a distinctly commercial telegraph company facilities 
for carrying on their business with the latter company in the 
receipt and transmission of messages unconnected with the 
publie duties of the Terminal company as a common carrier, 
even though the public might derive incidental convenience from 
such facilities; the receipt and transmission of telegraph mes- 
sages of that character being beyond the scope of the duties 
of the Terminal company as a common carrier.—Ibid. 

The grant by the Jacksonville Terminal Company of an ex- 
clusive privilege to the Western Union Telegraph Company for 
the purpose of conducting upon the premises of the Terminal 
company a distinctly commercial telegraph business for the 
receipt and transmission of messages upon matters unconnected 
with the public duties of the Terminal company as a common 
carrier does not create a monopoly in the odious sense of the 
word; nor is it against public policy; nor is it in restraint of 
trade; nor does the granting of such rights to the Western Union 
amount to a waiver on the part of the Terminal company so 
as to require a like waiver as to other telegraph companies.— 
Ibid. 

So long as the service furnished by the common carrier in 
the discharge of its public duties is adequate to the public needs, 
the public is not concerned with the selection of the particular 
agency through which such service is supplied.—Ibid. 


SUPREME COURT ACTION 


The Supreme Court of the United States, January 7, denied 
, petitions for writs of certiorari in No. 83, American Railway 
Express Co. vs. Fleischmann, Morris & Co.; No. 84, Same vs. 
Richmond Hardware Co.; No. 85, Same vs. G. T. Elliott Hard- 
ware Co., and No. 86, Same vs. L. M. Newcomb. This action 
was regarded as finally closing these cases so far as the highest 
court was concerned. The cases involved the question of 
whether the express company was liable for judgments against 
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predecessor companies, the Supreme Court of Appeals of Vir. 
ginia having held that it was. On December 10 the highest 
court dismissed writs of error for want of a substantia] federa] 
question, but leave to file petitions for writs of certiorarj Was 
granted. These petitions have now been denied. 

The court denied petitions for writs of certiorari in No, 561 
Bermuda & West Indies Steamship Co. vs. Oceanic Steam Nayj. 
gation Co., from the Circuit Court of Appeals, Second Cireyjt 
a vessel collision case, and in No. 575, Kansas City Terminal 
Railway Co. vs. Central Union Trust Co., from the Circuit Court 
of Appeals, Eighth Circuit, involving rights of unsecured cred- 
itors and holders of executory contracts in connection with Te 
organization of the Missouri, Kansas & Texas. 


FIGURES FOR 1927 


With the issue of the 1929 Railroad Calendar by the com. 
mittee on public relations of the eastern railroads, the public 
gets a graphic presentation of where freight rates and passenger 
fares went in 1927, the latest year for which figures were ayaij. 
able at the time of publication. The most notable change pre 
sented by the 1929 calendar, compared with the 1928 calendar 
was a reduction from 12 to 4 in the number of days’ earnings 
remaining as a surplus to make up losses on former years, 
create reserves for future years, or provide for improvements, 
after all payments were made. Increases in wages and fixed 
charges were largely responsible for that. 

In arriving at the distribution of expenses, as against re. 
ceipts, the committee took the total gross receipts, as reported 
to the Commission, divided that figure by 365, and then com. 
puted the number of days’ receipts, so arrived at, required to 
meet each of the major items of expenditure. 

The calendar shows an increase in the number of days, 
receipts required to meet operating expenses of 5, and an in- 
crease of 3 days allotted to fixed charges such as interest and 
rent. The total operating receipts for the year were $6,134,537, 
524. The four-day income left for improvements, after meeting 
all expenditures, amounted to $66,409,828. 

A comparison of the 1929 calendar with that of the three 
preceding years shows, in days, as follows: 


Items of Expenditure 1929 1928 1927 1926 
RRR eee er Ta ere 155 151 153 157 
ee ener 23 24 24 27 
DEBECTINMS GUE BUADIOB 6c ccc scccesvees 69 69 69 70 
All other operating expensés.......... 25 24 25 24 
0 RR er reer eee rer re 22 22 21 21 
Interest and rents (fixed charges)..... 43 40 41 41 
PE. ohctvs cawbis cavcesniee sou nein tp 24 23 20 19 
PE. isis We cueesuwendindsameeeasawonamed { 13 12 6 





OPERATING STATISTICS 


’ Operating statistics compiled by the bureau of statistics of 
the Commission from reports of Class I railroads for October 
and the ten months ended with October show the following: 


Loaded car-miles—1,786,106,000 for October and 1,716,076,000 for 
October, 1927; 14,955,028,000 for the ten months and 14,814,454,000 for 
the same period of 1927. 

Empty car-miles—992,295,000 for October and 979,531,000 for Octo- 
ber, 1927; 8,687,561,000 for the ten months and 8,633,000,000 for the 
same period of 1927. 

Net ton-miles (revenue and non-revenue)—48,206,000,000 for Octo- 
ber and 45,537,000,000 for October, 1927; 397,369,000,000 for the ten 
months and 402,853,000,000 for the same period of 1927. 

Average number locomotives on line—30,062 for October and 
30,960 for October, 1927; 30,293 for ten months and 31,068 for same 
period of 1927. 

Average number freight cars on line—2,476,842 for October and 
2,504,984, for October, 1927; 2,481,384 for ten months and 2,513,127 for 
same period of 1927. 

Per cent unserviceable total locomotives—15.8 for october and 
+ ae October, 1927; 16.2 for ten months and same for same period 
re) z 

Per cent unserviceable total cars on line—6.2 for October and 
> October, 1927; 6.2 for ten months and 5.9 for same period of 


Car-miles per car-day—36.2 for October and 34.7 for October, 1927; 
31.2 for ten months and 30.7 for same period of 1927. 

Net tons per loaded car—27 for October and 26.5 for October, 1927; 
26.6 for ten months and 27.2 for same period of 1927. 


Cc. & O. CONTROL OF P. M. 

Argument will be heard by the Commission January 29 in 
Finance No. 6113, application of Chesapeake & Ohio for author- 
ity to issue additional shares of common capital stock, and 
Finance No. 6114, application of Chesapeake & Ohio for author- 
ity to acquire control of the Erie and Pere Marquette railroads 
by purchase of stock, acquisition of control of the Pere Mar- 
quette only being in issue with respect to the price to be paid 
for Pere Marquette stock held by the Nickel Plate. 


PRIVATE CAR ABUSES 


The Commission will hear argument February 19 in No. 
17757, in the matter of the use of private passenger train cars. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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THE TRAFFIC WORLD 


‘ Freight Rates 


Forty-Highth of a Series of Fifty-Two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
° University of Pennsylvania 


Transcontinental Rates—Part | 


Transcontinental Freight Bureau Territory includes the 
Washington, Oregon, California, Idaho, Nevada, Utah, 
Arizona, Montana, Wyoming, Colorado, New Mexico, and a por- 
tion of British Columbia, Canada. Parts of the most easterly 
of these states, it is true, are embraced in other rate territories, 
hile the rates to and from certain points in these easterly 
ror observe the transcontinental rates as maxima, so that 
aan points may be said to be under the jurisdiction of other 
territorial rate bureaus as well as under that of the Transconti- 
nental Freight Bureau. 

Carriers participating in through rates between the territory 
west of the Rocky Mountains ard the rest of the United States 
east of the Rockies, concur in the transcontinental freight tar- 
iffs published by the Transcontinental Freight Bureau, which 
maintains headquarters at Chicago. More than 600 railroads 
and steamship lines participate in the present transcontinental 


tariff issues.’ 


states of 


Characteristics of Transcontinental Traffic 


Traffic across the United States and between points east and 
west of the Rocky Mountains is well diversified. Competition 
for this traffic among the all-rail, rail-and-water, and all-water 
carriers is keen. All-rail carriers compete with each other, rail- 
and-water routes compete with other rail-and-water routes, all- 
water intercoastal routes are keenly competitive, and each type 
of carrier competes to a greater or less extent with each other 
class. 

Commercial rivalry and market competition likewise are 
keen. Manufacturers on the eastern seaboard are engaged in 
rivalry with those of the middle west and the south for the 
markets west of the Rockies, while the products of the Mountain- 
Pacific states seek markets in many sections east of the Rocky 
Mountains. 

The competition of carriers and markets has influenced the 
construction of transcontinental rates to greater extent, per- 
haps, than has any other set of factors. Carrier competition, 
always keen, has been especially so since the opening of the 
Panama Canal in 1914. 


Types of Routes 


Shippers of traffic to move between points east and west of 
the Rocky Mountains have the option of shipping via the fol- 
lowing classes of routes and types of carriers: (1) The all-rail 
transcontinental routes; (2) the coastwise rail and water routes 
via the Gulf of Mexico ports; (3) the coastwise rail and water 
routes via the south Atlantic ports; (4) the combination water 
and rail route via the Isthmus of Tehauntepec, Mexico; (5) the 
combination water and rail route via the Isthmus of Panama; 
(6) the all-water routes via Cape Horn or the Straits of Magel- 
lan; (7) the all-water routes via the Panama Canal. 

Some of these routes are of greater practical value to ship- 
pers than others and the competition between the all-rail and 
the all-water intercoastal routes via the Panama Canal is of 
greatest rate significance at the present time. However, the 
all-rail rates have been affected in the past by all the routes 
enumerated above. The influence of water competiton is not 
confined to the seaboard sections of the Atlantic and Pacific 
coast districts, for rail lines are used to carry traffic to and from 
the port terminals of the water lines. 


Groupings of Transcontinental Territory 


Transcontinental Freight Bureau Territory is divided, for 
rate making purposes, into four sub-groups. The North Pacific 
Coast Terminals include points in Washington, Oregon, and 
British Columbia. Important north Pacific coast terminals in- 
clude Vancouver and Victoria, British Columbia; Seattle, Belling- 
ham, Mount Vernon, Everett, Tacoma, Olympia, Aberdeen and 
Vancouver, Washington; Portland and Astoria, Washington. The 
terminal territory includes not only these points but the sections 
adjacent to these rail-heads. 

_ The South Pacific Coast or California Terminal Territory 
Includes the portions of California adjacent to San Francisco, 
Oakland, Los Angeles, San Pedro and San Diego. North Pacific 
or Intermountain Intermediate Territory includes the sections 
of Washington, Idaho and Oregon adjacent to such important 
interior points as Spokane, Walla Walla and Yakima, Washing- 

4Agent Toll’s Transcontinental Freight Tariffs, Nos. 1, 2, 3 and 
{ series, 


“Interstate Commerce Act. 


ton; Pendleton and Huntingdon, Oregon; and Boise and Bonners 
Ferry, Idaho. 

South Pacific Intermediate or Intermediate Territory in- 
cludes such important interior rate points as Fresno, Needles 
and Marysville, California; Reno and Winnemucca, Nevada; 
Phoenix, Tucson, Flagstaff and Prescott, Arizona; Salt Lake 
City and Ogden, Utah; and Albuquerque, Santa Fe, Belen and 
Deming, New Mexico. 

Points in the North and South Pacific Intermediate terri- 
tories have been the centers of long controversy between car- 
riers and shippers on account of higher rates that obtained in 
these sections, while the Pacific coast terminal rates were often 
on lower bases. This situation resulted in departures from the 
long-and-short-haul clause of the interstate commerce act.? The 
Interstate Commerce Commission has had the subject of trans- 
continental rates, particularly the fourth section departures in- 
volved in the construction of transcontinental rates, in a long 
series of important cases. The federal courts, moreover, have 
been called upon to adjudicate the legality of transcontinental 
rates in a number of instances, several important cases having 
reached the United States Supreme Court. 

It is not the purpose of this article to sketch the interesting 
history of transcontinental rates, but some of the leading cases 
before the Commission must be alluded to hereafter.’ 


Eastern Groupings 


The territory east of the Dakotas, Colorado and New Mex- 
ico is divided, for the construction of transcontinental rates, into 
twelve geographical groups or zones designated by the letters 
A to M, inclusive, omitting I. These origin groups are exten- 
sive, each embracing several states in whole or in part. The 
boundaries of the groups are not identical for eastbound and 
westbound traffic, though the variations are slight. The rates 
from all points in the several origin groups are the same, 
though all points in destination territory do not have the same 
basis of rates. A number of scales are used from each origin 
group to points in the several transcontinental destination terri- 
tories. 

It is not practicable to define the boundaries of each eastern 
group, but the extent of each is indicated by the following group- 
ings for traffic westbound to South Pacific Coast Terminals and 
Intermediate Territory: 

Group A includes all points in the states of Maine, New 
Hampshire, Vermont, Massachusetts, Rhode Island, and Con- 
necticut; New York east of the Niagara frontier; Pennsylvania 
except the western and northwestern sections; all of New Jer- 
sey, Delaware, Maryland, District of Columbia; Virginia except- 
ing the extreme southern part, and West Virginia, excepting 
the extreme western portion. 

Group B includes New York, on and west of the Niagara 
Frantier; the western and northwestern portions of Pennsyl- 
vana; eastern and central Ohio; a little of the extreme western 
porton of West Virginia; and a few points-in northern Kentucky. 

Group C embraces western Ohio; Indiana, except the ex- 
treme northwestern corner, which is in the Chicago terminal 
district; and the southern peninsula of Michigan. 

Group D includes Illinois, except the strip along the Mis- 
sissppi River; Wisconsin; the northern peninsula of Michigan; 
and a portion of Minnesota adjacent to the Twin Cities. 

Group E includes a portion of southern Minnesota; Iowa, 
except the western strip along the Missouri River; all of Mis- 
souri, except a narrow strip along the western boundary; the 
strip of Illinois on the east bank of the Mississippi River; all 
of Arkansas, except the northwestern corner; and all of Lou- 
isiana, except the portion east of the Mississippi River. 

Group F is an attenuated strip stretching from Sioux City, 
Iowa, to the Gulf of Mexico. It includes portions of western 
Iowa, eastern Nebraska, western Missouri, eastern Kansas, 
northwestern Arkansas, eastern Oklahoma, and eastern Texas. 

Group G embraces most of the state of Nebraska, north- 
eastern Colorado, and nearly all of Kansas. 


Group H includes most of Oklahoma and central and western 
Texas. 

Group J includes central and southeastern Colorado, east- 
ern and central New Mexico, and portions of Texas adjacent to 
Dalhart and Texline in the Panhandle section and El Paso in 
the western corner. 


Section 4, Paragraphs 1 and 2. 
ec. . C. C. 329; 21 1. C. C. 400; 32 I. GC. 611; 461. Cc. c. 
236; 48 I. é. cma le. c.Be WLC ST. es at. Cc See 
129 I. C. C. 25 and others. 
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Group K 
is composed 
of the  south- 
ern strip. of 
Virginia; the 
northeastern 


segment of! 


Tennessee; all 
of North Caro- 
lina, except 
the southwest- 
ern corner; all 
of South Caro- 


lina; eastern |, 
Georgia, and ! 


all of Florida, 
except the 
northwestern 
section. 


Group L 


includes most | 
of eastern |° 


Kentucky; 
eastern Ten- 


nessee; the | 


southwestern 
corner of 
North Caro- 
lina; central 
and western 
Georgia; east- 


ern Alabama, 


and a portion 
of the north- 
western sec- 


tion of Flor- 


ida. 
Group M 


embraces cen- | 
tral and west- | 


ern Kentucky; 
most of Ten- 


nessee; cen- 


tral and west- 
ern Alabama; 


points in Flor- | 
ida, Pensacola 
and west; Mis- | 
sissippi, and | 


Louisiana east 

of the Missis- 

sippi River. 
Within the 


several let- 
tered zones | 


there are, in 
some cases, 
numbered sub- 


zones, or sub- | 


groups, such 
as A-l, A-2, 


C-1, K-1 and | 


L-1. The points 


assigned to | 


these origin 
sub-groups 
have bases of 
rates slightly 
different from 
the rate bases 
applicable to 
other points in 
the lettered 


groups in | 
which the sub- 


groups fall. 
Otherwise, the 
rates are 
blanketed over 
each lettered 
origin group.* 
The bounda- 
ries of the 


*For location 


of points in | 


eastern origin 
groups see 
transcontinental 
Freight Bureau 
Tariff No. 1-E, 
I. C. C. No. 1210, 
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s are determined largely by the location of important 
eect centers, railroad junction points, and the ocean, 
aed river ports, so as to preserve the status of commercial 
TY carrier competitive relationships. Map No..1 indicates the 
general extent of the groups. 

Rates between points in the Dakotas and parts of Minne- 
ota and transcontinental territory are made by dividing the 
points in the interior northwest into numbered rate groups. 


The Panama Canal and Transcontinental Rates 


Water competition, though always a factor in the construc- 
tion of transcontinental rates, did not become a controlling rate- 
making force until after the completion of the Panama Canal 
and the opening of this route to traffic in August, 1914. Water 
voyages between the eastern and western seaboards of the 
United States were slow and uncertain prior to that time, though 
a considerable volume of traffic was handled over these routes. 
More than 1,000,000 tons of freight moved via all-water routes 
in 1911. The combination rail-and-water routes, though much 
faster than the all-water routes, were not important competitors 
of the all-rail routes. The rail routes across the continent were 
faster, fewer or ho transfers of freight were necessary, and 
through bills of lading made rail service attractive. The volume 
of traffic moving by rail and water routes across the continent 
was limited by the expense of transshipment, the additional time 
in transit, and the absence, in many instances, of through bill of 
lading arrangements. 

Actual water competition, rail-and-water route rivalry, and 
potential water competition tended to reduce rates to the Pacific 
coast terminals, while rates in interior points removed from 
the ports paid rates higher than those obtaining to the ports, 
though the distances were often less than the distances to the 
ports. Rates in so-called “back-haul territory,” were not infre- 
quently constructed by adding the rates from eastern points of 
origin to the Pacific coast port and the rates from the ports 
to the interior points, even in instances where the routes used 
in constructing the rates passed through the intermediate 
points, and distances were, therefore, materially less to the 
interior points than to the ports. 

In 1911 the Commission heard a number of complaints in- 
volving fourth section departures and, after hearing, granted the 
rail carriers some measure of relief from the strict provisions 
of the fourth section by permitting higher rates to be made to 
certain interior intermountain points than to the more distant 
terminal points, while denying relief in other cases. Limitations 
were placed on the percentage amounts the rates to interior 
points from certain territories could exceed the rates to the 
Pacific ports. Larger percentage variations were permitted 
where water competition was keener, while no relief was granted 
in connection with traffic between interior eastern and inter- 
mountain groups where water competition was not an extenuating 
factor.® 

The decision of the Commission in the cases of the Railroad 
Commission of Nevada versus the Northern Pacific Railway, and 
of the City of Spokane versus the Northern Pacific Railway, 
embraced in Fourth Section Order 124, was reversed by the 
Commerce Court. On appeal the intermountain cases were heard 
by the United States Supreme Court and the decision of the 
Commission was sustained, the fourth section order becoming 
effective in October, 1914.* 

The opening of the Panama Canal route reduced the time 
between the Atlantic and Pacific seaboards to approximately 
twenty days. The effectiveness of water competition was mul- 
tiplied many times. In one year the all-water traffic through 
the canal exceeded 6,000,000 tons. 

The Panama Canal act of 1912 forbade the operation through 
the canal of steamship lines owned by railroads over routes 
that were or might be in competition with the railroads “own- 
ing, leasing, controlling or operating’ the vessels. This made 
it impossible for the railroads to nullify water competition.’ 

Keener water competition caused the rail carriers to file 
additional applications for transcontinental fourth section relief. 
The Commission permitted the rail carriers to establish lower 
rates to the ports than to interior intermountain points, subject 
to certain definite restrictions pertaining to various types of 
traffic.’ All traffic moving in the transcontinental trade was 
divided into three classes designated as schedules A, B, and C. 

Schedule A included class rate traffic and commodities not 
affected by water competition. Rates on these articles were 

ordered to be established in strict conformity to the long and 
short haul clause of the interstate commerce act, without regard 
to water competition. 

Schedule B included rates on commodities subject to water 
competition to a slight extent, but not subject to highly com- 
petitive conditions. 

Schedule C included commodities normally subject to severe 
water competition. No relief was granted in connection with rates 


we: 196; C. Fourth Section Order No. 124, 21 I. C. C. 329 and I. C. C. 
"934 U. 8. 476. 


37 Stat. L. 567. 
‘Fourth Section Order No, 205, 32 I. C. C. 611, 
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on traffic embraced in schedules A and little to those in schedule 
B, while fourth section relief was granted, subject to definite 
regulations of the Commission, in connection~ with traffic em- 
braced in schedule C. 


The War and Intercoastal Shipping 


The dearth of shipping in the intercoastal trade during the 
world war reduced water competition via the Panama Canal 
to a negligible factor in rate construction. The previous orders 
of the I. C. C. granting fourth seetion relief in connection with 
traffic embraced in schedules B and C were, therefore, modified 
in the decision of the Commission in the transcontinental rate 
cases of 1917.° This decision materially reduced the number 
of fourth section departures in “back-haul” or transcontinental 
territory, but did not eliminate all higher rates to interior inter- 
mountain points. 

The Intermediate Rate Association, representing the com- 
mercial interests of the intermountain territory, instituted a 
complaint before the Commission in 1919 requesting lower 
rates to intermountain points than the rates to the Pacific 
coast ports. The Commission, in its decision in this case, 
handed down in 1921, found the intermediate rates to be un- 
reasonable and the complaint was dismissed.” 


Post-War Water Competition 


After the war and federal control of the railroads, the prob- 
lems of water competition and the effects of such competition 
on transcontinental rates again became of pressing importance. 
The rail carriers petitioned the Commission for permission to 
allow the establishment of rates sufficiently low to meet the 
competition of the water carriers at the Pacific coast ports so 
as to share with the water carriers the traffic at the ports and 
at certain intermediate points, while maintaining higher rates at 
certain interior points. The decision of the Commission in 1922, 
in general, denied the carriers the privilege of establishing lower 
rates to the terminals than the rates in force to the interior 
points, though certain exceptions were made.’ Some of the com- 
modities affected by the fourth section orders were asphalt, 
barley, beans, canned fruits, canned vegetables, canned milk, 
dried or evaporated fruits, rice, sulphur and wool. 

Other decisions of the Commission that have, in general, 
denied fourth section relief or granted relief subject to definite 
restrictions are found in these leading cases: State of Idaho 
versus the Director-General, 58 I. C. C. 342; State of Washington 
versus the Director-General, 58 I. C. C. 701; Wenatchee Valley 
Fruit Exchange versus the Northern Pacific Railway, 83 I. C. C. 
71; Reduced Rates New York Piers, 89 I. C. C. 512; Wool Rates 
Investigation, 91 I. C. C. 235; California Growers’ and Shippers’ 
Protective League, 100 I. C. C. 79; Fourth Section Application 
No. 12436, 107 I. C. C. 421; Wool Rates via Pacific Ports, 120 
I. C. C. 493; California Growers’ and Shippers’ Protective League, 
129 I. C. C.. 26. 


Rates to Interior Points in General 


There is some misunderstanding expressed with reference 
to the general effects of the orders of the Commission denying 
fourth section relief at intermediate points east of the Pacific 
coast. These orders do not prohibit the carriers from estab- 
lishing any rates.to interior points higher than the rates to the 
terminals, but, as a rule, only when such points are intermediate 
over rail routes leading to the ports. Certain branch line points 
not intermediate on the routes to the ports take higher rates 
than the port rates. Thus, the present class rates from Group 
A, including New York, to Silver Lake, California, a local point 
on the Tia Juana and Tecate Railway, are higher than the class 
rates from New York to the Pacific coast ports, including San 
Francisco.” 

1 2 3 4 5 A B Cc D E 
New York to Silver Lake, Calif.— 
50 421 358 302 305 242 192 183 166 


5 
New York to San Francisco, Calif.— 
555 480 398 338 285 288 228 180 173 158 


Combination rates are sometimes available to be used as 
aggregate of intermediate rates in constructing transcontinental 
rates under the provisions of the interstate commerce act, 
through rates may not be higher than the aggregate of inter- 
mediate rates.“ Transcontinental tariffs usually make lower 
aggregate of intermediate rates available when they are lower 
than the through rates. 


The Transportation Act of 1920 and Transcontinental Rates 


The Commission, since 1920, has been governed in deciding | 
cases involving requests of the all-rail carriers to meet water 
competition by the provisions of the transportation act of 1920. 

The transportation act amended the fourth section of the 


46 I. C. C. 236, and 48 I. C.-C. 79. 

The Intermediate Rate Association versus the Director Gen- 
eral, 61 I. C. C. 226, 1921. 

n74. C. C. 48, and 74 I. C. C. 99. 

“Transcontinental Freight Tariff No. 
Item 910 and 918. 


BInterstate Commerce Act, Section 4, Paragraph 1. 


1-E, I. C.. C. No. 1210, 
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interstate commerce act by inserting the provision that the 
Commission should not permit the establishment of any charge 
to or from a more distant point than is not “reasonably com- 
pensatory” to the carrier for the services performed.“ The 
Commission is also directed by the act not to grant authorizations 
for lower rates for longer than’ for shorter hauls on account of 
merely potential water competition that is not actually in ex- 
istence. ¢ 

The transportation act also declared it to be the policy of 
Congress to “promote, encourage, and develop” water transporta- 
tion service and facilities in connection with the commerce of 
the United States, and to foster and preserve “in full vigor” 
both rail and water transportation.” 

The Commission has construed reasonably compensatory 
rates to be: 


1. Rates which cover and more than cover the extra or additional 
expenses incurred in handling the traffic to which the rates apply. 

2. Rates which are no lower than necessary to meet existing com- 
petition. 

38. Rates which are not so low as to threaten the extinction of 
legitimate competition by water carriers, and 

4. Rates which do not impose an undue burden on other traffic 
or jeopardize the appropriate return on the carrier property generally, 
as contemplated by the rate making section of the act to regulate 
commerce. 


The Commission has stated its policy with respect to rea- 
sonably compensatory rates on several occasions, notably in the 
transcontinental rate cases: 


Rates of this character ought, whenever possible, to bear some 
relation to the value of the commodity carried and the value of the 
service rendered in connection therewith. We also find that where 
earriers propose the application of rates which they designate as req- 
sonably compensatory they should affirmatively show that the rates 
conform to the criteria indicated above. It goes without saying that 
earriers should not propose rates or rate structures for approval in 
a fourth section application which create infractions of other pro- 
visions of the interstate commerce act, and particularly of Section 3.” 


441 Stat. L. 480. ‘ 

Section 500, see also Section 8, Merchant Marine Act, 1920, to 
the same general effect. 

Section 15-A. 

174 1. C. C. 48. 


TEN MILLION FOR BARGE LINES 


The Traffic World Washington Bureau 


President Coolidge has recommended that an appropriation 
of $10,000,000 be made by Congress for the purchase of the 
additional capital stock of the Inland Waterways Corporation, 
as authorized in the Denison barge line expansion act approved 
May 29, 1928. 

Athough it is recommended that $10,000,000, the entire 
amount authorized by the act of 1928, be appropriated, the rec- 
ommendation includes a proviso that only $2,500,000 of the total 
shall be immediately available; that of the balance not more 
than $1,500,000 shall be withdrawn in the fiscal year 1930, not 
more than $3,000,000 in the fiscal year 1931, and not more than 
$3,000,000 in the fiscal year 1932. 

Under the plan proposed, if Congress approves it, as it is 
expected it will, it will be unnecessary to ask Congress again 
for money to buy the additional stock of the corporation, until 
such time that Congress may again increase the capitalization 
of the corporation. 

The supplemental estimate for the appropriation of $10,000,- 
000 was transmitted to the Speaker of the House of Representa- 
tives January 9, by the President. In his letter of transmittal 
the President said an explanation of the estimate was contained 
in an accompanying letter of the Director of the Bureau of the 
Budget and that he concurred with the Director’s comments 
and observation. The letter referred to, from General H. M. 
Lord, Director of the Budget, to the President, follows: 


I have the honor to submit herewith for your consideration a 
supplemental estimate of appropriation for the war department, for 
the fiscal year ending June 30, 1930, to remain available until expended, 
for the Inland Waterways Corporation, $10,000,000. 

“Inland Waterways Corporation: For the purchase of the capital 
stock of the Inland Waterways Corporation, authorized by section 
2 of the act entitled ‘An act to amend the act entitled ‘‘An act to 
create the Inland Waterways Corporation for the purpose of carrying 
out the mandate and purpose of Congress, as expressed in sections 
201 and 500 of the transportation act, and for other ese! gpl ” ap- 
proved May 29, 1928, $10,000,000, to remain available until expended: 
Provided, That of the amount herein appropriated $2,500,000 shall be 
immediately available, and of the balance not more than $1,500,000 
shall be withdrawn from the treasury during the fiscal year 1930, not 
more than $3,000,000 during the fiscal year 1931, and not more than 
$3,000,000 during the fiscal year 1932 (act May 29, 1928, vol. 45, p. 978) 
—$10,000,000.” 

This estimate is submitted under the provisions of the act of Con- 
gress approved May 29, 1928 (45 Stat. p. 978), entitled ‘‘An act to 
amend the act entitled ‘An act to create the Inland Waterways 
Corporation for the purpose of carrying out the mandate and purpose 
of Congress, as expressed in sections 201 and 500 of the transporta- 
tion act, and for other purposes,’’’ approved June 3, 1924. Section 
2 of said act of May 29, 1928, provides that the capital stock of the 
corporation shall be $15,000,000, all of which is subscribed for by 
the United States and is to be paid for by the Secretary of the Treas- 
ury, within the appropriations therefor, upon call from time to time 
by the secretary of war. An appropriation of $10,000,000 is author- 
— by the act, $5,000,000 having been previously appropriated by 
“ongress. 
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The purpose of this estimate is to enable the secretary of w 
purchase, for the United States, the balance of the authorizeg - 
stock of the Inland Waterways Corporation as authorized 
above-mentioned act of May 29, 1928. 

This estimate is required to meet a contingency which hag 
since the submission of the budget for the fiscal year 1939 and | 
recommend its transmission to Congress. ; I 


to 
Capital 
by the 


The money to be made available immediately and jp 
fiscal year 1930, a total of $4,000,000, will be spent for additiona) 
equipment for and improvement of the existing services of the 
Inland Waterways Corporation. 


ASHBURN ON BARGE LINES 


The Trafic World Washington Bureg, 


Major General T. Q. Ashburn, chairman of the €XeCutive 
board of the Inland Waterways Corporation, the government's 
barge line agency, testifying before the House committee on 
appropriations in connection with the hearings on the Wy 
Department appropriation bill, said that “on the lower Mississippi, 
between St. Louis and New Orleans, the profits have been aboy 
four and a half per cent on the investment of $10,000,000.” 

General Ashburn was called before the committee to ey. 
plain the operations of the barge lines and to reply to queries 
as to an additional appropriation for the corporation. Agkeg 
why there was no item in the War Department bill for the or. 
poration, the general explained that “this is a 1930 bill” ang 
“we want money for expansion and we want it right away, 
and I have been informed that what the President approves 
will be in the supplemental appropriation for 1929.” 

The general said he did not know what the President or the 
Secretary of War would approve, but that his recommendations 
had been made. He said he had not had the approval of the 
Secretary of War on all that he had recommended to him with 
respect to what was necessary to develop the waterways plan, 
He said “our recommendations to the Budget carry a minimum 
of approximately $3,000,000 and a maximum of about $4,500,000, 
but that does not in any way provide for anything except to 
improve and simplify existing facilities.” 

The committee was informed that the upper Mississippi divi- 
sion in 1928 had lost about $200,000; that, as set forth above, 
the lower Mississippi service had shown a profit of four and a half 
per cent; that the Warrior River service and the Warrior River 
Terminal Company together were not making all their deprecia- 
tion, but that they were no longer a drain and that the cor 
poration, as a whole, in nine or ten months of 1928, “has not 
only absorbed the loss due to the development of a new fleet 
on the upper river, but has made,an actual net operating income 
of between $300,000 and $400,000 for the corporation.” 

General Ashburn said the entire $10,000,000 authorized for 
the purchase of additional stock of the corporation would not 
be asked for at this time, “because there is not any necessity 
for speding $10,000,000 at present.” Referring to the demand 
of Mississippi Valley interests for an increase in the capitaliza- 
tion of the corporation to the extent of $50,000,000, the general 
said meetings were held and “it was agreed that if the capital 
stock was raised by Congress to $10,000,000, and if Congress 
told us that we should have to operate on the Missouri River 
and the Illinois River, we could use $10,000,000 judiciously, but 
we were not prepared to come to Congress and say we could 
use $50,000,000, because we could not see where we could do it 
legitimately, and we do not see it now.” 

Discussing “savings in freight rates,’ the general told the 
committee of the barge rates being lower than the all-rail rates 
and that the approximate amount in savings in freight in the 
last year was between $2,000,000 and $3,000,000. He told the 
committee that the passage of the Denison barge line expansion 
act “wiped out everything that would keep our corporation from 
being a success,” and that the barge line and the railroads 
were going “to establish routes, rates and equitable divisions 
wherever desirable without resorting to litigation.” 

“On the lower river you have shown a profit for some little 
time?” asked Representative Taber, of New York. 

Yes, sir,” replied General Ashburn. 

“Has that ever induced private capital to any extent to get 
into the business?” 

In reply, General Ashburn said: 

I think very largely, Mr. Taber. The United States Steel Corp. 
is building its own fleet. Jones and Laughlin people are building their 
own fleet. They are not common carriers, but there is a common 
carrier operating on the Ohio River known as the American Barge 
Line. The Tennessee Iron and Steel people are building their own 
fleet to operate on the Warrior River. They do not act as common 
carriers. The difference between a private carrier and common 
carrier is this. A private carrier is owned by some one who operates 
it for his own private interest, while a common carrier holds itself 
out for hire for any one, under regularly published tariff available to 


all, and it is subject to the supervision of the Interstate Commerce 
Commission. 





“No one has gone into the barge business on the common 
carrier side to any extent on the lower river?” asked Mr. Taber. 
Replying in the affirmative, the general said they were in 
contemplation—that he had knowledge of three companies that 
were considering capitalizing anywhere from $3,000,000 to 
























































Janua 






the 


ive 


ut 


—— © SS 


rE oer TC 


january 12, 1929 


S WE stepped into the room we heard 

the familiar sound of a ticker pegging 

away its cryptic signs and figures on the 
curling tape. 


At first it seemed a disturbing factor in 
this busy office of the Pennsylvania Trace 
Bureau at Pittsburgh. Yet that ticker— 
adapted to its new work—was the symbol 
of a revolution both in railroading and in 
business. ; 


The campaigns of business 
hinge on these reports 


The numbers on its ribbon told during 
the day of the movements of each of the 
hundreds of cars that had clicked into or 
out of the neighboring freight yards. 


Here it was only three o’clock in the after+ 
noon of a not unusual day, yet, on the basis 
of the record of that ticker, seventeen re- 
ports had been made to one of the largest 
automobile factories in Detroit and twenty- 
two reports to its leading competitor. 


The day has come when Industrial Traffic 
Managers must know at approximately 
what hour their incoming freight will ar- 
rive so that production schedules can be 
set accordingly. This affects millions of 
dollars of capital and the work of thousands 
of men in factories throughout the country. 


Listening 


on the battle front of American Business 


THE TRAFFIC WORLD 


Likewise builders, contractors, merchants 
in centers everywhere may wait to schedule 
the important work immediately ahead on 
the information received in these reports. 


Reports on the passings of freight cars 
are made at thirty of the principal freight 
yards on the Pennsylvania Railroad. ‘‘Lis- 
tening Posts’’ they may well be called, for 
each of the thirty stations listens to the 
click of each car of freight that passes by 
and records and reports its passing. 


It is estimated that these ‘30 Listening 
Posts,’’ operating through the Main 
Bureaus at New York, Philadelphia, Pitts- 
burgh, Chicago, and St. Louis, and through 
the freight traffic representatives of the 
entire Pennsylvania Railroad, furnish to 
business 20,000 reports a day. 


Aiding business in its 
two biggest fights 


That information, speeded over the larg- 
est privately owned telegraph and telephone 
system in the world, or by special mail, aids 
American Business in its two biggest fights 
today—the fight to keep down inventories 
so that a maximum yield may be obtained 
from a minimum of capital, and the com- 
panion fight to keep labor constantly and 
profitably employed. 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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UNITED STATES] t 


Universal Transcontinental Freight Service y 
Trans-Continental Freight Company oe 
TN il 


WY 


Universal Carload& D 


= UNTVERSAL 


Universal Terminal Warehouse Co. 


Baldwin Universal Co. 


A QUES 


To make money is the ultimate purpose of any business 
enterprise. Today, however, immediate profit is of sec 


ondary consideration, that is, if you are to be permanently 
successful. 


The primary object is to give the consumer a degree of 
service from your product and a feeling of good value 
received that makes a willing purchaser. 


One or more of the above companiesftair 


Atlanta Cincinnati 

Baltimore Cleveland El Paso Hoboken Line 
Beloit Columbus Erie Houston Long ®) 
Boston Dallas Fargo Indianapolis Los 4 
Bridgeport Dayton Fort Wayne Jersey City Louis 
Brooklyn Denver Fort Worth Kalamazoo Milw 
Buffalo Des Moines Green Bay Kansas City Minne 
Camden Detroit Grand Rapids Laporte Newial 
Chicago E. Liverpool Hartford | Kenosha New! 
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JEIGHT COMPANY 


Universal Carloading & Distributing Co. of Texas 
Nicholson Universal Steamship Company 


Overland Package Freight Service 





Newtex Steamship Corporation 


da Distributing Co. 


It is then that you commence to build the good will that 
eventually leads you to the profit we all must have to 
continue in business. 





IF POLICY 


It is the policy of the United States Freight Company to 
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$5,000,000 for the purpose of operating as common carriers, one 
or perhaps two of them on the Ohio and another on the Mis- 
sissippi. 

“There are others,” he continued, “who are perhaps con- 
templating the purchase of our equipment on the lower river, 
but it would be unthinkable to sell it. It is our greatest asset. 
The operation of this part of the fleet is necessary to develop 
the others. As a matter of fact, if it were not for the demand 
for more tonnage capacity, this organization would never have 
to come to Congress for anything. As a whole it has a good 
net operating income, absorbing its own losses from non-paying 
divisions. It is expanding and it is developing, but it is not 
developing fast enough to meet the demands.” 

“Would not the country be better off if we permitted private 
enterprise to develop the waterways?” asked Mr. Taber. 

“We would if private capital could do it,” replied the general. 
“It is necessary to have a common carrier, if you expect every- 
body to derive some profit from your operations. . . . If you 
improve the navigability of these rivers solely for the benefit 
of particular organizations, for great organizations to build their 
own fleets solely to carry their own product, which they could 
do to the detriment of smaller competitors, you lend yourselves 
to the creation of giant monopolies. Only powerful corporations 
could build their own fleets. There must be something besides 
private carriers on your rivers, or you stifle competition and 
destroy industry.” 

“Have you taken this into consideration, that if private cap- 
ital operated it, it would operate it simply on the lower river, and 
we would not have the general service that we are now receiv- 
ing?” asked Representative Collins, of Mississippi. 

“Private capital would only operate boats where it was prof- 
itable to do so,” replied General Ashburn. 

Representative Taber said he understood the general to say 
that at the -present time there were several organizations that 
were anxious to get into the barge business on a common Car- 
rier basis, and asked whether that did not indicate a disposition 
on the part of private enterprise to get into the business. 

General Ashburn said “rather semi-publie than private.” He 
said the most attractive propositions had been suggestions that 
the cities along the river should organize a company and raise 
a fund to purchase equipment “which should be operated pri- 
marily for the benefit of the cities themselves, but it seems to 
me there are certain public objections to this.” 

General Ashburn said if the Inland Waterways Corporation 
“were sold today, it would not be five years until you would 
not have a boat operated on the river.” He said the conditions 
under which the corporation could be sold were set forth in 
the Denison act. 


BARGE OPERATING RESULTS 


Secretary of War Davis this week announced that the lower 
Mississippi division of the Inland Waterways Corporation in 
November had a net income of $88,400; that the Warrior River 
service and the Warrior Terminal showed a net income of $5,639; 
that the upper Mississippi service, which has been suspended 
for the winner months, showed a loss of $13,400, and that the 
corporation as a whole had a net income of $80,639 for the month. 


BARGE LINE TERMINALS 


Transfer of three vessels of the Shipping Board reserve 
fleet to the Inland Waterways Corporation for service on the 
Mississippi-Warrior Barge Line has been authorized by the Ship- 
ping Board. The vessels involved are the steamers Dauperata, 
Tollard and Oscoda, of approximately 8,300 deadweight tons each. 
In the barge line service the vessels will be used as terminals. 


MONEY FOR RIVERS AND HARBORS 


The annual War Department appropriation bill, reported by 
the House committee on appropriations, carries $50,000,000 for 
the maintenance and improvement of existing river and harbor 
works, in the fiscal year ending June 30, 1930. In the report on 
the bill appears the following recapitulation of the proposed 
uses of the money: 





_ Esti- Amt. Required 
mated to Complete 
Cost of Project as of 


Project June 30, 1928 
Seacoast harbors an 


d 

Te ree ee ee $ 9,009,520 $10,676,860 $283,275,792 $ 74,799,920 
Mississippi River system 16,509,000 3,524,000 319,273,142 79,279,000 
Lake harbors and chan- 

COE Ts ee 3,122,000 1,725,500 111,289,912 14,050,900 
Internal waterways, ex- 

clusive of the Missis- 

sippi River system.... 
Surveys (H. Doc. No. 308, 

69th Cong., 1st sess.).. 
Examinations, surveys, 

and contingencies of 

rivers and harbors.... 250,000 
Departmental service, 

allotment roll ........ 191,620 


- $31,913,520 $18,086,480 $758,127,861 $182,907,320 
$50,000,000 


Mainte- 
nance 


Improve- 
ment 


4 
1,773,000 1,718,500 36,966,615 
1,500,000 7,322,400 


9,455,100 
5,322,400 


Indefinite ........ 





ee error eserese 
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At the present time, says the committee -in its report op 
the bill, there are approximately 540 river and harbor projects 
of which number 139 have been recommended for abandonment, 
estimated to cost to complete $11,000,000, which sum is includeq 
in the total cost to complete existing projects stated in the 
foregoing recapitulation. The total cost figure is exclusive of 
the proposed appropriation of $50,000,000. The committee says 
it should be borne in mind also that the Kansas City to Sioux 
City project is carried as costing $12,000,000 whereas the tota] 
estimated cost is around $42,000,000. 

When Major General Jadwin, chief of engineers, was before 
the committee, the published hearings of the committee reveal, 
Representative Collins, of Mississippi, said he had read an edi. 
torial in the Wall Street Journal, “published by different railroad 
companies on their time tables, stating that all of this money 
was wasted and squandered,” and asked General Jadwin for 
“a complete statement in answer to this question.” General 
Jadwin submitted the following statement: 


Money Is Not Wasted on Improvement of Rivers and Harbors 


The improvements of our harbors and waterways have been the 
best investment of federal funds our government has ever made. They 
have made possible a reduction in the freight bills of the nation by 
an amount estimated at $600,000,000 annually. This is an annual 
dividend of about 50 per cent upon the entire cost to the government, 
including capital investment and all maintenance and operating costs 
to date. They have paid for themselves time and time again. These 
benefits are national and are widely distributed. Cheap water trans- 
noration has reduced the cost of iron and_ steel products, thereby 
benefiting directly every citizen of the United States. The price level 
of our entire grain crop is affected by cheap water transportation. 
Joint rail and water rates, cheaper than all-rail rates, are now in 
effect on the Mississippi River to points in 40 states. The total com- 
merce carried on the Mississippi system during 1927 equaled that of 
the Southern Railway system. The total water-borne commerce of 
the United States is over 500,000,000 tons per annum. 


Later on in the hearing, General Jadwin again discussed 
river and harbor expenditures and “freight savings” thereby. 
The following is from the published hearings: 


General Jadwin. Congress has appropriated and we have spent 
over a billion and a quarter dollars on the harbors and inland water- 
ways, including the lake inland waterway system. Close to $500,- 
000,000 has been spent on the ocean harbors—that is, on the Atlantic, 
the Gulf and the Pacific—and the reduction in our freight bill in the 
country, due to those works, is more than that amount annually. 

That saving comes about primarily because we have harbors placed 
much more conveniently for ae now, and the water rate does 
not vary very greatly from any one of those harbors along the Atlantic 
coast and the Gulf coast to Europe. 

Then again, the harbors being deeper and better arranged and 
more commodious, with better loading and unloading facilities, the 
cost of handling is reduced. Adding together those savings, there 
is a saving annually on the freight bill of the country practically equal 
to the amount that has been spent on all those harbors to date. 

When we come to the lake channels and harbors you find an even 
better result. The annual savings are somewhat more than the total 
expenditure to date, and they are made up primarily from the fact 
that the very large tonnage being moved by water would have to be 
moved by rail. You have to get your wheat from where it grows 
to the market. You have to get your limestone and iron ore and the 
coal together to make the great iron and steel industry we have. The 
way they move depends a lot on where you establish your steel plant, 
and that raises the question of where this iron ore, the coal, and 
limestone that is used moves from. They get the bulk of the iron 
ore now at the western end of Lake Superior; the limestone comes 
from the western shore of Lake Huron, and the big bulk of the coal 
comes from a strip running through Pennsylvania, West Virginia, and 
Kentucky. So you get a saving by shipping by water; you can ship 
that material cheaper by water than by rail. 

This does not take into consideration the effect that low water 
freight rates can have on rail freight rates, causing a reduction in 
the latter to enable railroads to more nearly compete with the ships 
and get some freight that otherwise would go by water. 

When you come to the inland rivers and waterways the annual 
freight saving there, made up from the fact that it is cheaper to get 
stuff by water than it is by rail, runs something over 6 per cent on 
the total expenditures to date, and the total is increasing very slightly 
every year, and we expect it to keep on doing that. There are a 
large number of boats being built. You will find on our inland 
waterways some works that do not pay and would not be recom- 
mended by us if they came up now. 

I am giving you figures based on tonnage that actually moved. 
Among these inland waterways we have some rivers that are paying 
practically 100 per cent, and we have some that are making very 
little, but on the average they pay about 6 or 7 per cent, as closely 
as we can figure. - 

Mr. Collins. When you say 6 or 7 per cent, what does that mean” 

General Jadwin. That means that if you have spent a certain 
sum of money, then the interest on that money will be so much— 
that is, on your investment—and your carrying charges are so much, 
and you add them together, and that is the annual cost of the work 
to you. You move a certain number of tons and you move that 
cheaper per ton, and that is a saving in your freight bill, moving by 
water instead of rail. If the difference between the annual savings 
in freight rates and the annual cost is 7 ner cent of the investment 
{t can be said that the investments pay 7 per cent. That includes 
the good ones with the poor ones. 

If you want the total from the three classes of things, the harbors, 
the Great Lakes system, and the river systems, the average return 
on the investment is over 30 per cent. 


Concern was again expressed by members of the House as 
to whether or not the leadership of the House was going to 
bring up the river and harbor authorization bill at this session, 
January 9, when Representative England, of West Virginia, 
urged action on the bill. He addressed his remarks particularly 
to the improvement of the Great Kanawha River. In part, he 
said: 

Any delay in this highly important legislation is wholly unjustified. 
Millions of dollars have been expended in the improvement of the 
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Mississippi and Ohio Rivers. The improvement of the Ohio River is 
practically complete. An increase in tonnage is needed for shipment 
over these two great waterways in order to justify the large sums of 
money expended in these improvements, 

The improvement of the Great Kanawha River which flows 
through the district I have the honor to represent will furnish more 
tonnage than any other river which empties into either the Mississippi 
or Ohio Rivers. 

The Great Kanawha Valley and surrounding territory has the 
greatest deposit of smokeless coal in the world, all of which may 
be shipped over the Great Kanawha River as soon as the river is 
improved so as to afford adequate transportation facilities. 

I assert without fear of contradiction that the Great Kanawha 
River affords the greatest possibilities in the shipment of tonnage 
than any river in the country. In addition to the unlimited quantity 
of coal, estimated by competent engineers to he 18,000,000,000 tons 
within sufficient proximity to be marketed by shipment on the Great 


Kanawha River, there are numerous factories in this great industrial 
center. Clay, brick, iron, steel, chemicals, glass, bottles, in fact. 
everything nearly that can be manufactured, is manufactured in this 
valley. The coal business is as near on the rocks of ruin as any 
other industry in existence. Relief should be had before it is too 


will perhaps 


late. The improvement of the Great Kanawha River 
which 


afford greater relief to our coal business than anything else 
might be done. 

Numerous civic organizations and coal operators’ 
have sent me messages urging the immediate passage of the 
improvement Dill. 

These organizations are: St. Albans Business Men's Association, 
the Rotary Club of Montgomery, the Beckley Chamber of Commerce, 
the Beckley Kiwanis Club, the Beckley Rotary Club, the Winding 
Gulf Coal Operators Association, the Charleston Chamber of Com- 
merce, the Great Kanawha Valiey Improvement Association, Oak Hill 
Chamber of Commerce, and the Montgomery Chamber of Commerce. 

Permit me to say that the improvement of the Great Kanawha 
River, in proportion to the amount necessary to expend for proper 
transportation purposes, means more in the development and pros- 
perity of the country than any other river within its borders. 

Let us do our duty and pass this bill during this session of 
Congress, and thereby afford the coal business, farmers, and other 
industries relief without any further delay. 


associations 
river 


Representative McDuffie, of Alabama, made inquiries as to 
whether the river and harbor bill was to be brought up for 
consideration, but no light was thrown on that subject. 


CANAL OWES U. 8. $540,000,000 


The Trafic World Washington Bureau 


The Panama Canal owes the Treasury of the United States 
about $540,000,000, according to testimony given by Colonel 
Harry Burgess, governor of the canal, before the House com- 
mittee on appropriations at the hearings on the War Department 
appropriation bill. 

The subject of what the canal owed the government came 
up when Representative Barbour, of California, said he under- 
stood that the canal cost in the neighborhood of $386,000,000, 
and developed that $113,127,337.75 of the totai was charged to 
national defense and $273,818,000 to the canal as a commercial 
enterprise. The total debt includes the cost and unpaid interest 
at the rate of 3 per cent compounded. 

Governor Burgess told the committee he had never agreed 
that the division set forth was fair—that is, allocation of part 
of the cost to defense and part to commercial activities—al- 
though it had been carried that way for years and he was not 
proposing to change it. His view was that the cost should 
be considered as a whole. 

“According to the auditor’s calculations,” said the governor, 
“we now owe the Treasury about $540,000,000.” 

Governor Burgess said the interest on the debt was figured 
at 3 per cent because the first bonds drew 2 per cent, the bulk 
of them 3 per cent, and that later money was used that cost 
the government 414 per cent, and that, on the average, 3 per 
cent seemed to be a reasonable figure. . 

Explaining that interest at 3 per cent was compounded and 
asked as to why that was done, Governor Burgess said: 

“The United States has to pay interest. If we had paid 
back the interest, the Treasury could reduce the bonds.” 

“We just pay the interest on money that we borrowed on 
the bonds annually,” said Representative Barbour. 

“If you have to borrow money to pay for it, you pay interest 
on your borrowings just the same,” said Governor Burgess. 
“This would be the bank way of calculating it. If you have not 
paid back your -interest, that interest must be compounded.” 

“That is a way of figuring but do you actually pay com- 
pound interest?” asked Mr. Barbour. 

Governor Burgess said it must be remembered that the 
canal had not paid back the interest—that “the Treasury has 
paid it out, but we have not paid it back. We owe it to you.” 

“If we had paid back the interest when it was earned, then 
there would be no compounding, but we did not do that,” said 
he. “We had to owe it to you. Very naturally, interest is 
charged on the unpaid bill.” 

“I presume that is the proper way of figuring it,’ said Mr. 
Barbour. 

“Yes, sir,” said Governor Burgess. 

“To my mind it represents a lot of money that was not 
actually paid out by the government,” said Mr. Barbour. 

“This is the total debt of the canal to the Treasury,” said 
the governor. 
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“This is undoubtedly the right way to do it,” said Mr, Bar. 
your, 

The governor, in response to questions, said the $540,000,009 
that was owed to the government by the canal included the 
whole of the project, both for defense and for commerce. He 
was asked if he considered that the government should be 
charged interest on the part of the cost charged to defense. 

“Is not that just an investment of the government in ng. 
tional defense?’ asked Mr. Barbour. 

“You must remember this, Mr. Barbour,” the governor re. 
plied. “I do not agree that it was correct to divide the capital 
investments. I cannot see why a part of the canal construction 
should be charged to national defense and the rest of it to 
commercial investment. So far as I can see, the canal igs q 
unit. It is commercial, and it is part of the national defense. 
From the commercial end of it you get certain returns in tolls, 
From the defense end of it you get a lesser cost for the navy 
per year. That is the substance of it. But taking it as a com. 
mercial enterprise, taking all of it, you want to know what you 
earn on it as a commercial enterprise. Then the unevdluated 
value of it as a matter of defense, is very large.” 


The governor said his figures had been prepared to show 
what the canal was as a commercial enterprise, although he 
pointed out that it was enormously profitable from the stand. 
point of defense because of the increased cost of the navy if 
the canal were not in existence if the same results were to be 
obtained as were with the navy as it was with the canal in 
existence. He estimated that the unevaluated return from the 
canal as a defense measure was around $150,000,000. 


Asked by Representative Collins, of Mississippi, why he 
had prepared his figures as he had, Governor Burgess said the 
demands for lower tolls were based on the theory “that we are 
earning a large amount of interest, around 7 or 8 per cent; but 
on the real investment in the canal we are not earning any- 
where near that rate of interest.” 


The governor submitted a statement showing that at the 
close of the fiscal year 1928 the net interest-bearing capital in- 
debtedness of the canal stood at $540,459,985.79, ‘‘which calls 
for an annual interest charge of a little less than sixteen and 
one-quarter millions, against net operating revenues for 1928 


‘ of $18,961,564.29, as published in the governor’s annual report, 


thus establishing that the present volume of traffic produces net 
commercial revenues in excess of two and one-half millions 
over annual interest charges,” and that the accumulating com- 
pound interest deficit on operations had now been definitely over- 
taken and, with completion of the Alahjuela dam, the present 
volume of traffic would enable substantial annual reductions in 
the net capital indebtedness. 


PANAMA CANAL TOLLS 


Panama Canal tolls for December were the highest for any 
month since the opening of the canal, according to the War 
Department. 


Five hundred and seventy-nine commercial vessels paid tolls 
of $2,443,029.39. In the calendar year 1928, 6,334 commercial 
vessels transited the canal and paid tolls of $26,375,962.41. 


The previous record for a single month was that of Decem- 
ber, 1927, when the tolls aggregated $2,398,459. December, 1927, 
still holds the record for the number of commercial transits—589. 

The total traffic for the calendar year 1928 was the highest 
for any calendar year, the former record having been 6,085 
vessels and tolls of $26,231,022 for 1927. The traffic for the fiscal 
year ended June 30, 1928, however, was the greatest for any 
period of twelve consecutive months, the figures being 6,456 
vessels and $26,944,499 in tolls, according to the department. 





ISTHMIAN CANAL COMMISSION 


Senator King, of Utah, has introduced Senate Joint Resolu- 
tion 186, providing for the creation of a commission on additional 
interoceanic canal facilities. 


The resolution authorizes the President to appoint a com- 
mission of three members, to be known as the Interoceanic 
Canal Commission. 


“The commission,” the resolution reads, “shall make an 
investigation for the purpose of determining whether the present 
Panama Canal is adequate for the traffic which may reasonably 
be anticipated, and, if additional interoceanic canal facilities are 
required, whether such facilities can be provided by enlarging 
or paralleling the Panama Canal. If the commission is of the 
opinion that it is not practicable so to enlarge or parallel the 
Panama Canal, it shall make a further investigation to determine 
whether the most feasible location for another interoceanic canal 
is the proposed Nicaraguan canal route or some other route. 
The commission shall make a report to the Congress, with its 
recommendations, upon the completion of such investigations.” 

The resolution would authorize an appropriation of $50,000 
for the commission. 
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OVER SMOOTH-RIDING RAIL 
- SOUTHWEST 


WHY A LOCOMOTIVE IS “SHE” 


The following letter from “Japanese Lady” appeared in the Shipping Register, 
of San Francisco: 


“Sometime ago you publish in your valuable paper article on female shipping 
steamer. I haye thought to write you about female engine on train. You know 
why? Yes, they call she for many becauses. 


“They wear jacket with yokes, pins, hangers, straps, shields, stays. They 
have apron, also lap. They have not only shoes, but have pumps; also hose, and 
drag train behind. They attract men with puffs and mufflers, and when draft 
too strong petticoat goes up. This also attract. Sometime they refuse to work, 
when at such time they should be switched. They need guiding—it always require 
man manager. They require men to feed them. When abuse are given they 
quickly make scrap. They are steadier when coupled up, but my cousin say they 
hell of expense.” 










































































OVERSEAS FREIGHT RATES 
The Traffic World New York Burean 

Despite expectations of an increase in business this week, 
with the holidays definitely out of the way, the volume of fix- 
tures in overseas trade has been unusually quiet. Shipowners 
are withholding their vessels for the present and are asking 
rates of 144% cents per 100 pounds from Atlantic ports to 
Antwerp-Rotterdam. Charterers do not seem inclined to close 
commitments for more than 13% to 14 cents, with the result 
that nothing has been done. If demand continues slack it is 
not unlikely that a slight recession in the figures of shipowners 
may be noted, but it is mor® probable that there will be a re- 
vival in requirements and an upward tendency in rates. 

Grain is now available for shipments, but at present the 
American product is coming into competition with the Argentine 
crop. The trend of trade for the immediate future will probably 
be along the southern route. Berth rates, which have been 
comparatively strong for some time, are now beginning to feel 
the pressure of lower charter rates. 

The current level of heavy grain rates from Atlantic ports 
is as follows: For January and February loading 3s 3d to 3s 6d 
to the United Kingdom, 14 to 14144 cents to Antwerp-Rotterdam, 
15 to 15% cents to Hamburg-Bremen, and 19 to 19% cents to 
the Mediterranean; for January and February loading from Gulf 
ports, 4s 3d to the United Kingdom, 18 to 18% cents to Antwerp- 
Rotterdam, 19 to 191% cents to Hamburg-Bremen, and 22 cents 
to the Mediterranean. 

While no immediate changes are expected in berth rates, 
shippers anticipate revisions in the west African trade if the 
Shipping Board carries out previous indications that it will fight 
the intrusion of the new Swedish service into this field. The 
board has promised aid from its $10,000,000 fund if the Barber 
Line needs assistance in meeting competition. 

The consul-general of Mexico has advised the Merchants’ 
Association that, in accordance with the new rate of exchange 
between the Mexican and United States currency, fixed by the 
Mexican Treasury Department for the first three months of 1929 
(January 1 to March 381), the fee for the visa of commercial 
invoices, during said period, will be as follows: Invoices up to 
$4.78, free; invoices $4.79 to $47.86, 96 cents; invoices $47.89 or 
over, $1.91. Checks should be made payable to the Consulate 
General of Mexico and not to individual members of the staff. 

Longshoremen at Portland, Me., have started a movement 
to bring about the passage by Congress of retaliatory measures 
intended to check the diversion of grain and other freight from 
Portland and other United States Atlantic ports to Canadian 
Atlantic terminals. The White Star Line, it is stated by spokes- 
men for the longshoremen, has decided to use Halifax instead of 
Portland for the handling of its export and import traffic. 
Senator Hale, of Maine, and Senator Walsh, of Massachusetts, 
have given assurance of their interest in the matter. 

Importers who fail to produce properly indorsed’ bills of 
lading within thirty days after clearance of their shipments will 
be notified of their delinquency, according to a plan of coopera- 
tion just approved by customs officials and brokers in an effort 
to bring about more rigid enforcement of bond requirements 
when the documents are missing. 

When bills of lading are not at hand for the purpose of 
making entry,.the collector of customs may accept bond for 
later production and in so doing assumes liability for claims 
arising from an error in releasing merchandise. He, in turn, 
must look to the surety on the bond. In the past little effort has 
been made to produce the bills of lading, it is said, and cases 
of error have not been detected. Hereafter receipts will be 
given for bills of lading furnished to apply on bonds and a 
close check will be made for faulty provisions. 

The present move results from a judgment recently secured 
against the collector for the release of a shipment a number 
of years ago when bond had been accepted in lieu of a bill of 
lading. Business interests are seeking action by the next ses- 
sion of Congress to enable the collector to accept a copy of 
bill of lading for entry purposes where the original is not avail- 
able. It would have to be indorsed by the steamship company, 
according to the plan, and would eliminate necessity for giving 
a bond. 

No action is to be taken for the present toward making 
more strict the qualifications for surety accepted on bonds. 


“FIGHTING” SHIP SERVICE 


The Trafic World Washington Bureau 


“The response of the American people to the placing of the 
S. S. President. Roosevelt in the New York-Havana service to 
assist the Cuba Mail Steamship Line in protecting the business, 
which it has built up during half a century of service, from 
invasion by a trans-Atlantic liner put temporarily into this 
service, is a clear indication that they stand solidly behind their 
government in what it has done,” said Chairman O’Connor in a 
statement. 

“T have just been advised that all the accommodations on 
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this great steamship have been sold—every berth is taken. My 
information also is that there is an active demand for accommo. 
dations on the President Roosevelt and other American ships 
on this line for the balance of the season. Considering that 
only two weeks have elapsed since Cuba sailings of the Pregj- 
dent Roosevelt were announced to the public, it would seem 
clear that American people are proud to travel on their own 
ship.” 

A recent order of the Post Office Department requiring that 
mail for Europe, Africa and west Asia, via Cherbourg and 
Southampton, must be specifically addressed for the Berengaria, 
Andania and Ausonia, vessels operated by the Cunard Line, if 
it was to move on those vessels, has been rescinded. It was 
stated that the order was issued only for the purpose of speed- 
ing up the movement of mail and that the action had no ref. 
erence whatever to the controversy involving the Shipping 
Board and the Cunard Line as the result of the latter line plac- 
ing a trans-Atlantic liner in the New York-Havana service for 
the winter months and the board meeting this “challenge” by 
assigning the President Roosevelt to the same service. Post 
Office Department officials said it was the known policy of the 
department to use American vessels for the transportation of 
mail whenever possible, but that in this instance the mail in. 
volved was to be moved by other foreign vessels, so that talk 
of reprisals against the Cunard Line was without foundation. 

Chairman White, of the House committee on merchant ma- 
rine and fisheries, has under consideration the drafting of a bill 
to protect American ships in such services as that of the New 
York-Havana trade from competition of foreign lines. 


OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved the following ocean 
agreements: 


An agreement between Osaka Shosen Kaisha and Panama Pacific 
Line providing for a cooperative working arrangement under which 
each party is to solicit through passenger traffic over the other line 
from New York to Yokohama and Kobe, Japan. As at present local 
fares of the two carriers will continue to be charged, local tickets 
issued, and passengers will bear their own shore expenses while 
making interchange at Los Angeles. 

An agreement between McCormick Steamship Company and mem- 
bers of the River Plate and Brazil Conference. 


The existing agreement, which the carriers desire to cancel, pro- 
vides that the McCormick Steamship Company will not without prior 
notice to the conference lines reduce its rates for transportation of 
cargo from Pacific Coast ports of the United States to East Coast 
of South America ports below the Conference tariff rates from 
Atlantic and Gulf ports to the same destinations. The cancellation 
is proposed because of competitive .conditions in the trade from 
Pacific Coast ports to South America which necessitate changing of 
rates without notice by the McCormick Steamship Company to meet 
competition of foreign flag vessels operating in the same trade. 

An agreement between the Oceanic & Oriental Navigation 
Company and Munson-McCormick Line providing for through move- 
ment of shipments from Atlantic Coast ports to Far East ports and 
apportions the through rate, which is based on direct line rates, 
equally between the lines, each of which assumes 50% of the cost 
of transshipment at San Francisco. The intercoastal carrier absorbs 
the inward state toll at San Francisco out of its proportion of the 
eo while the trans-Pacific carrier absorbs the outward 
state toll. 

Oceanic & Oriental Navigation Co. with Nelson Steamship Co.: 
Arrangement covering movement of shipments on through bills of 
lading from Atlantic Coast ports of the United States to Far East 
ports, the through rates to be based upon direct line rates and ap- 
portioned equally between the participating carriers. Cost of trans- 
shipment is dividgd equally between the lines while the intercoastal 
carrier absorbs the inward state toll and the trans-Pacific carrier the 
outward state toll at San Francisco. 

New York & Porto Rico S. S. Co. with Red Cross Line: Through 
billing arrangement covering movement of fish from St. Johns, New- 
foundland, and Halifax, N. S., to Porto Rico on a combination of local 
rates plus cost of transfer at New York. 

American-Hawaiian Steamship Co. with Colombian Steamship Co., 
Inc.: Covers movement of shipments on through bills of lading from 
Colombian ports to United States Pacific Coast ports, and apportions 
the through rates, which are to be based on the direct line rates, 
equally between the participating carriers. Cost of transportation 
at New York is to be borne equally by the lines. 

American-Hawatiian Steamship Co. with Tacoma Oriental Steam- 
ship Co.: Arrangement providing for through movement of shipments 
from Atlantic Coast ports to Far East ports and apportioning the 
through rates, which are to be based on direct line rates, equally 
between the participating carriers. The cost of transferring ship- 
ments at Tacoma is to be borne in equal proportion by the lines, the 
intercoastal carrier absorbing the inward wharfage charge and the 
trans-Pacific carrier the outward wharfage charge. 

Oceanic & Oriental Navigation Co. with Arrow Line: Terms and 
conditions of this agreement are identical with those of Agreement 
No. 779 between American-Hawaiian Steamship Company and Tacoma 
Oriental Steamship Company, except that transshipment is effected 
at San Francisco instead of at Tacoma. 

American-Hawaiian S. S. Co. with National Navigation Lines: 
Through billing arrangement covering movement of shipments from 
Atlantic Coast ports to Mazatlan, Mexico, on a combination of the 
local rates of the participating carriers plus cost of transfer and 
state tolls at San Francisco. 

The New York & Porto Rico S. S. Co. with North German Lloyd: 
Arrangement covering movement of shipments on through bills of 
lading between Bremen and Porto Rico upon the basis of direct line 
rates, which are apportioned 3/7ths to the trans-Atlantic carrier and 
4/T7ths to the Porto Rico line, the latter to absorb the cost of transfer 
at New York. 

Nippin Yusen Kaisha with Gulf Pacific Line: Agreement pro- 
viding for movement of shipments on through bills of lading from 
Oriental ports to Gulf ports of the United States, with transshipment 
at San Francisco, Los Angeles or Seattle. The through rates, which 
are to be based upon the direct line rates, and transfer and terminal 
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charges at port of transshipment are to be divided equally between 
the participating carriers, with a minimum proportion of $4.50 per 
ton weight or measurement to the Gulf Pacific Line. 

Oceanic & Oriental Navigation Co. with Panama Pacific Line: 
Arrangement covering through movement of shipments from Atlantic 
Coast ports to Far East ports, the through rates to be based upon 
direct line rates and apportioned equally between the lines. Trans- 
shipment costs at San Francisco are to be borne in equal proportion 
by the participating carriers, the trans-Pacific carrier absorbing out 
of its proportion of the through rate the outward state toll and the 
Panama Pacific Line the inward state toll. 

Bull Insular Line, Inc., with Lamport & Holt, Ltd., Linea Sud- 
Americana, Inc., Munson Steamship Line, and Prince Line, Ltd.: 
Arrangement providing for through movement of shipments of canned 
corned beef and jerked beef from Montevideo and Buenos Aires to 
Porto Rico, and apportioning the through rate on the basis of 60 per 
cent to the originating carrier and 40 per cent to the delivering line, 
after deduction of transfer charges at New York and entry fee of $2 
per bill of lading shipment, subject to minimum of $4.50 net per 1,000 
kilos to Bull Insular Line. 

American-Hawaiian Steamship Co. with New York & Cuba Mail 
Steamship Co.: Through billing arrangement in respect to shipments 
of coffee from Vera Cruz, Mexico, to Pacific Coast ports of the United 
States, the through rate to be apportioned three-sevenths td the inter- 
coastal carrier and four-sevenths to the New York & Cuba Mail, the 
latter to absorb cost of transferring shipments at New York. 

The New York & Porto Rico Steamship Co. with Commercial 
Steamship Lines (American Scantic Service): Agreement covering 
through movement of shipments from Porto Rico to Copenhagen and 
Helsingfors via New York, and apportioning the through rates, which 
are. based on direct line rates, on the basis of three-sevenths to the 
trans-Atlantic carrier and four-sevenths to the Porto Rico Line, the 
latter to absorb the cost of trans-shipment. 


FORD INTERCOASTAL CASE 


With only representatives of the Ford Motor Company ap- 
pearing as witnesses and the Intercoastal Conference not repre- 
sented, C. O: Arthur, director of the bureau of regulation of the 
Shipping Board, held a hearing January 8 under the board’s 
resolution of September 25, 1928, calling for an inquiry into the 
status of the Ford Motor Company as an intercoastal ship 
operator. 

The question at issue is whether the company is or was a 
common carrier in the intercoastal service within the meaning 
of section 1 of the shipping act of 1916 and required to file tariffs 
with the board. 

The Ford Motor Company was represented at the hearing 
by Clarence W. Longley, general counsel; W. C. Cowling, gen- 
eral traffic manager; E. J. Hearn, assistant traffic manager, and 
B. E. Cassou. . 

The Ford company representatives took the position that 
the company was not a common carrier and that it had not oper- 
ated on regular routes in the intercoastal trade. At the present 
time the company has no ships in that service, according to the 
testimony, the vessels that were in that service being used in 
transporting Ford products to foreign countries. It was devel- 
oped that the company had in the last two years operated at 
different times six, ships in the intercoastal tradg, chiefly at a 
time when the Ford factory was not producing cars because of 
the change in models, and that because of that situation there 
was space in the ships for cargo other than Ford products. The 
ships while in the intercoastal trade carried lumber eastbound 
on charter and Ford. parts and non-proprietary cargo westbound, 
it was stated. 

It was indicated that, with the Ford company now back in 
production of cars, the vessels that had been used in the inter- 
coastal service would continue carrying Ford products to foreign 
markets and that the ships would not re-enter the intercoastal 
service. 


THROUGH EXPORT BILLS 


According to a bulletin issued by the Department of Com- 
merce the question as to whether the uniform through export 
bill of lading prescribed by the Commission in 1922 should be 
used is one to be answered by each shipper after carefully con- 
sidering his trade, his customer, his commodity, location, advan- 
tages, hindrances, procedure, and facilities for through shipping 
in foreign trade. The bulletin, prepared by A. Lane Cricher, 
assistant chief of the transportation division of the bureau of 
foreign and domestic commerce, is a revision of the one put out 
in April, 1925. It is a summary of the survey the division made, 
in the form of hearings in twenty-nine cities. 

The bill is designed to cause the movement of freight from 
an interior point in the United States to a foreign destination 
on a single bill of lading. That bill, the bulletin explains, is a 
rail bill and an ocean bill in one document, signed severally, 
but not jointly, by the railroad freight agent at point of origin, 
acting as the agent of the carrier by rail and also as the agent 
of the carrier by water. The Commission prescribed the form 
in compliance with the provision pertaining to uniform through 
export bills of lading contained in the transportation act of 1920. 
In 1919 the Commission prescribed an export bill but its use was 
enjoined by the federal court for the southern district of New 
York on the ground.that the act to regulate commerce, then the 
statute on the subjects placed within the administrative care 
mg regulating body, did not authorize it to prescribe such 
a ; 

The Department of Commerce conducted the inquiry because 
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of questions raised concerning the use and practicability of the 
bill, by interested persons. The Commission designated about 
2,500 railroad freight stations where such uniform bills would 
be issued. By attaching the necessary documents for clearing 
the shipments through the ports the interior shipper wag ey. 
pected to be able to obtain a document that could be discounteq 
at a local bank or sent directly to the foreign customer, thereby 
eliminating the necessity for transactions at the ports. 

In the summary, exclusive of the recitals as to the history 
and form of the uniform through export bill of lading, the 
bulletin says: 


Without doubt the principle upon which the uniform through ex- 
port bill of lading has been developed is sound. In all of the meetings 
which have been held regarding its practicability reference has con- 
stantly been made to this principle. Many arguments, however, 
have been presented which point clearly to the fact that in a number 
of instances there is a question as to the efficacy of the use of this 
document. No adverse criticism has been given regarding the use 
of this bill of lading for shipping via the Pacific coast ports to the 
Orient. The discussion has limited itself principally to the use of 
—. bill of lading in foreign trade shipping from Atlantic and Gulf 
ports. 

At all of the meetings held, at the end of the discussion regarding 
the bill of lading, the Department of Commerce representative has 
asked the question. ‘Do you think the uniform through export bill 
of lading is practicable and should its use be increased?” or ‘‘Is there 
anything wrong with this bill of lading and should its use be dis- 
continued?” In a few instances the experience of shippers, rail- 
waymen, ocean transportation interests, and others present at the 
discussions was not sufficient to warrant a direct reply. At most of 
the meetings the consensus of opinion was entirely favorable to the 
furtherance of the use of the bill, but in one instance it was opposed 
to its use in so far as shipments via Atlantic and Gulf ports were 
concerned. 

Although the preponderance of opinion and thought expressed 
at the various discussions regarding the practicability and further- 
ance or discontinuance of the use of the through export bill of 
lading was favorable to its use, attention should be given to the 
many practical points brought forward during the discussions. Many 
of the favorable points were attacked, and many of the_ negative 
arguments were refuted. It is for each shipper to consider care- 
fully his trade and customer, his commodity, location, advantages, 
hinderances, procedure, and facilities for through shipping in export 
trade. For these reasons all of the points raised in the discussions 
have been tabulated, paying attention to their relative importance, 
and set forth so as to bring out each argument favoring the use 
of the bill of lading, followed by the negative argument advanced 
on the same point. 

In a number of the conferences reference was made frequently 
to the acceptability and general use of this bill of lading in foreign 
countries. A survey by the Department of Commerce during the 
past few years discloses that in many sections of the world little 
is known about the uniform through export bill of lading. In num- 
erous other sections, however, it is being used continuously and with- 
out difficulty. 


MARINE CONFERENCE 
The Shipping Board has called a marine conference, to be 
held. in Washington, January 23, for the consideration of mer- 
chant marine problems, chiefly those relating to the construe 
tion of new ships and construction costs. 
Chairman O’Connor, of the board, in calling attention to 


the conference, said: 


The assurance of considerable new construction in American 
vards, the transfer of additional government ships and services to 
private American ownership, the awarding of substantial mail con- 
tracts to established lines and the aroused and rapidly growing interest 
in the merchant marine are but a few of the reasons which make 
us'feel that we are on the verge of a new era for American shipping. 
This new era will result in defeat if we do not follow up at once all 
our advantages and show our compétitors that we mean to stay in 


_ the business. 


Malcolm W. Stewart, chairman of the Middle West Foreign 
Trade Committee, discussing the coming conference, said that 
one of the important subjects that would be discussed was that 
relating to “unfair competitive methods of British shipping 
interests.” He also said that discrimination against American 
shipping in the matter of marine insurance would be discussed. 





NINE VESSELS FOR SALE 


Bids for the sale of nine steel cargo steamers will be opened 
by the Shipping Board January 14. The ships’ are in two groups, 
although all have been laid up for -several years. 

In one group there are the James Otis and John Jay, of 
12,850 deadweight tons each, as well as the Terre Haute, of 8,758 
deadweight tons. These vessels are oil burners designed to 
steam at 10% knots. The John Jay is laid up at Norfolk and 
the other two are at Philadelphia. 

In the second group are six sister ships of approximately 
5,200 deadweight tons each. They are equipped with recipro- 
cating engines and oil burning boilers designed to steam at 10 
knots’ speed. These vessels are the Oklahoma City, the Houston, 
the Atlanta of Texas, the Minooka, the Hutchinson and _ the 
Capitol of Nebraska. The first four mentioned are laid up at 
Norfolk, the Hutchinson is at New Orleans and the Capitol of 
Nebraska is at New York. 





COAL SHIP CHARTERED. 

The Shipping Board has chartered the steamship Yalza to 
the Pocahontas Fuel Company to carry a cargo of coal, from 
Norfolk, Va., to West Italian ports. The charter calls for oné 
The steamer will carry about 6,500 tons. 


voyage. 
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O’FALLON RECAPTURE CASE 


The Traffic World Washington Bureau 


In the course of the argument made by Frederick H. Wood 
on behalf of the railroads in the O’Fallon recapture case before 
the Supreme Court of the United States, reference to public 
utility valuation cases decided by the court brought a state- 
ment from the bench to the effect that confiscation was involved 
in those cases, while the O’Fallon case was a recapture proceed- 
ing. Mr. Wood replied that the effect of recapture was to take 
part of a carrier’s income derived from operation. He made 
the point that Congress, in section 15-a of the interstate com- 
merce act, had directed the Commission, in fixing value for 
recapture purposes, to give ‘due consideration to all the ele- 
ments of value recognized by the law of the land for rate-making 
purposes,” and that the Commission had the statutory duty to 
determine value as defined by the prior decisions of the Supreme 
Court. He said the contention of the carriers was that, in the 
O’Fallon case, the Commission had not done what it was directed 
by Congress to do. With the exception of lands, he said the 
Commission practically had valued the property at 1914 cost of 
reproduction less depreciation. 

Referring to the evidence in the O’Fallon case as to a price 
index figure of 230 in 1920, as compared with 1914, and in answer 
to a question from the bench as to whether the railroads con- 
tended that the 1914 reproduction less depreciation figure should 
have been multiplied by 230 to get the value of the property, 
Mr. Wood replied in the negative, but he said weight should 
have been given to enhanced prices. He said discarding of the 
index of 230 m 1920 would have been justified because of the 
fluctuation in price levels at that time, but that in 1922 the 
index number was 157 and that the carriers thought that that 
would be a fair index number in all the recapture years in 
issue in the O’Fallon case. 

Mr. Wood emphasized the point that the carriers’ conten- 
tion was that the Commission gave no weight to enhanced prices 
in the recapture years as compared with 1914. He said the 
only weight given to enhanced prices was in connection with 
putting net additions to the property since 1914 at actual cost, 
but that as to the major part of the property that was in ex- 
istence prior to 1914, no consideration was given to the greater 
cost of replacement in the recapture years, 1920-1923. 


Donald R. Richberg, counsel for the National Conference 
on Valuation of American Railroads, in the half hour’s time 
accorded him before the court adjourned on the afternoon of 
January 3, stated his theories of valuation as set forth in The 
Traffic World of November 24, p. 1179, which, in brief, were 
based on the assumption that the valuation of property as the 
basis for public regulation was ultimately a legislative function; 
that valuation was not to be isolated from rate making, and that 
the amount found by the Commission in the O’Fallon case was 
not subject to judicial review if the Commission kept within 
the limits of legislative discretion and within the laws and 
Constitution of the United States, as he contended, the Com- 
mission had done. 

In the course of Mr. Richberg’s argument, Justice Van De- 
vanter remarked in effect that what Mr. Richberg proposed was 
that valuation be left to the rate-making body and that whatever 
it said should be the end of the matter. 


Congress intended that the Commission should find the in- 
vestment in the railroad properties of the United States, Mr. 
Richberg contended in his concluding argument which was an 
attack on the reproduction cost theory of valuation. He said 
reproduction cost was not fair to the owners of the properties 
in periods of declining prices. As to what standard should be 
utilized to determine the value of railroad property, he said 
it was what the service was really worth. He asserted it would 
be impossible to estimate the cost of reproducing the service 
of the railroads at this time. 

Daniel H. Kirby, counsel for the O’Fallon, confined his argu- 
ment largely to the question of the O’Fallon and the Manufac- 
turers being a single system and to the requirement of the 
Commission’s order that the carrier should pay interest on the 
recapture payments. 

George W. Wickersham, special counsel for the govern- 
ment, opened his argument with a discussion of those phases 
of the case relating to the question of whether or not the 
O’Fallon and the Manufacturers constituted a single system as 
defined by tMe transportation act and to the requirement of the 
Commission that the O’Fallon should pay interest on the 
amounts held to be recapturable. He said, with respect to the 
two roads being a single system, that there was “no common 
purse,” that the functions performed by each of the roads were 
wholly distinct and that there was not such a system as was 
contemplated by the act, although the two properties were con- 
trolled by the Busch interests. As to the question of interest, 
he argued that the O’Fallon had had the use of the money sub- 
ject to recapture and that the Commission was right in requir- 
ing that interest be paid on it. 

Coming to the valuation issue, Mr. Wickersham argued that 
the question that was involved was whether the whole plan of 
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the transportation act was a workable, constitutional plan. Ye 
referred to the “beneficient” purposes of the transportation act 
—that Congress intended that, under it, railroad values should 
be stabilized, that rates should be stabilized, and that there 
should be fair treatment to the public and the shippers. Ye 
asserted that the Commission, in the O’Fallon case, had dealt 
with the problem involved in making the transportation act 
plan effective in a courageous way. He said the Commission 
had exercised the discretion vested in it by Congress in arriy. 
ing at the value of the O’Fallon. 

In answer to a question from the bench, Mr. Wickersham 
said the railroads were not built in a year and that the Com. 
mission could not reproduce them in a single year, meaning 
that it could not in each year value the properties on the cost 
of reproduction. He insisted that the results of the courge 
pursued by the Commission were favorable to the railroads— 
that the railroads were prosperous. In the period 1920-1927, 
said he, outstanding railroad stock increased $696,000,000, and 
the funded debt, $1,044,000,000. He said additions to property 
had amounted to more than five and a half billion dollars in 
that period and that the cost of capital had substantially de. 
creased—that the rate of interest on bonds had decreased from 
around 7% per cent to 4.68 per cent. 

“This system has resulted in stability of railroad values 
that have never been known in the story of railroads before,” 
said he. “This scheme of legislation has taken railroad securi- 
ties out of the realm of speculative enterprises.” 

In conclusion, Mr. Wickersham appealed to the court to 
consider the impossibility of doing other than the Commission 
had done in the O’Fallon case. He said that, of course, the 
constitutional rights of the railroads must be protected, but 
that they must be “actual” rights. 

Walter L. Fisher, special counsel for the Commission, said 
the main claim of the O’Fallon was that the Commission did 
not follow the act and the decisions of the Supreme Court in 
valuing the property. He said the vital issue was whether the 
transportation act was to be made practically effective as the 
most constructive piece of legislation enacted since the Com- 
mission was created, and whether the condition of the railroads 
now was to be maintained and improved or whether the rail- 
roads were to be thrown into the field of speculation. 


Referring to Mr. Wood’s statement that use of the 1922 
index number of 157 would have been fair in finding the value 
of the O’Fallon, Mr. Fisher asserted that if an index figure of 
140 had been used, the result would have been several thousand 
dollars less than the figure arrived at by the Commission. His 
point was that, with the discretion the Commission had, it could 
have justly used an index figure of 140. He asserted that the 
Commission had taken into considération all elements of value. 

Mr. Fisher suggested that what the carriers needed was 
such an increase in rates as to give them a fair return on the 
Commission's valuation, and not an increase in the rate base. 
He said the Commission had done the best it could to determine 
the value of the property for rate-making purposes—that it 
obtained all the evidence it could on every element of value 
anybody ever suggested in the case and then found a. single 
sum value. 


In closing the argument, Mr. Wood, of counsel for the O’Fal- 
lon, disputed the assertion that there was no reliable informa- 
tion in the record in the case as to cost of reproduction, and 
said the Commission was required by the law and the decisions 
of the court to give weight to current price levels in determin- 
ing value. He said he had no objection to the Commission 
starting with 1914 but that it should have made proper adjust- 
ments in determining value for 1920-1923. He said there was 
nothing in the contention that Congress directed the Commis- 
sion to take pre-war valuations and additions and betterments 
thereto—that Congress contemplated a value as of the date it 
was to be used. He said that the Commission, instead of fol- 
lowing the statute and giving it rational consideration, under- 
took to substitute for the congressional scheme of regulation 
one of its own. 

As to the talk about railroad credit and the limit of rates, 
he said those were matters for the Commission to consider when 
it fixed the rate of return but that counsel and the Commission 
would determine value in that manner—find aggregate value at 
such a sum that would support a predetermined rate level, and 
that the aggregate value would be obtained first and then be 
distributed among the railroads. 

Justice Butler did not participate in the case because of his 
connection with railroad valuation matters before he was ap- 
pointed to the Supreme Court. Justice Sutherland was not able 
to be present the second day of the argument because of a 
slight illness and Chief Justice Taft in an announcement said 
in effect that if counsel did not object, the justice would partici- 
pate in the case as he had heard the argument on the first 
day. No objection was made. ; 

All the briefs in the O’Fallon case are to be published in 
a Senate document. On motion of Senator Norris, of Nebraska. 
The senator said he had been informed that demands for copies 
of the briefs were coming from all over the United States, from 
colleges, students, economists and attorneys generally, and 
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ne pate under the American flag, freight services 
operated for the United States Shipping Board, 
comprising 22 lines and 256 ships, leaving from 
Atlantic Coast and Gulf Ports for ports in the United 
Kingdom, Irish Free State, Continental Europe, South 
America, the Orient, Dutch East Indies, Australasia, 
India and Africa, have aided materially in opening up 
new markets for merchandise and giving added impetus 
to the foreign trade of hundreds of progressive Ameri- 






Passenger Service. Included in the 
services are the speedy passenger vessels 
of the United States Lines sailing from 
New York to principal European ports, 
also the American Merchant Lines 
ships which sail weekly between New 
York and London offering passenger 
accommodations at remarkably rea- 


can shippers. 


sonable rates. 





*AMERICA FRANCE LINE 
Cosmopolitan Shipping Co., Inc. 


42 Broadway, New York City 
N. Atlantic to Fr. Atlantic ports 


*AMERICAN BRAZIL LINE 
Colombian Steamship Co., Inc. 
17 Battery Place, New York City 


Monthly sailings from Philadelphia, 


New York, Savannah and Jackson- 
ville to ports in Northern Brazil 


*AMERICAN DIAMOND LINES 
Black Diamond S. S. Corp. 


67 Exchange Place, New York City 
North Atlantic ports to Rotterdam, 
Holland, and Antwerp, Belgium 


DIXIE UK LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg. 


ew Orleans, 
New Orleans to United Kingdom 








For complete information on either freight or passenger services 
as to rates, ships, dates of sailing, etc., write to 


UNITED STATES 
SHIPPING BOARD 


Merchant Fleet. 
Corporation. 


WASHINGTON, D. C. 


AMER. MERCHANT LINES 
J. H. Winchester & Co., Inc. 
17 Battery Place, Bow York City 


Passenger and frei ighy t services to 
United Kingdom ports 


*AMERICAN INDIA LINE 
Roosevelt S. S. Co., Inc. 


11 Broadway, New York City 
North Atlantic ports to Indian ports 


*ATL. AUSTRALIAN LINE 
Roosevelt S. S. Co., Inc. 


11 Broadway, New York City 
New York to Australian ports 


via the Suez Canal 


DIXIE MEDIT. LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg. 
ew Orleans, 
New Orleans to Mediterranean ports 


GULF BRAZIL 
RIVER PLATE LINE 
Mississippi Shipping Co., Inc. 
may Bank Bldg. 
w Orleans, 
Gulf ports = > Brazil and River Plate 
ports, east coast of South America 





















GULF WEST MEDIT. LINE 
Tampa Interocean S. S. Co. 


917 Whitney Building 
New Orleans, La. 
Gulf and South Atlantic ports to 
Portuguese, Spanish, and North Afri- 
can ports (west of Bizerta) 


MISSISSIPPI VALLEY 
EUROPEAN LINE 
Mississippi Shipping Co., Inc. 


Hibernia Bank Building 
New Orleans, La. 
New Orleans to French Atlantic and 
Igian Ports 


MOBILE OCEANIC LINE 
Waterman S. S. Corp. 


Mobile, Ala. 
Mobile and Eastern Gulf ports to 
United Kingdom and Continental 
European ports 


AMERICAN PIONEER LINE 
Atlantic Division 
Roosevelt S. S. Co. 


11 Broadway, New York City 
North Atlantic ports to Orient 
and Dutch East Indies 


AMERICAN PIONEER LINE 
Gulf Division 
Tampa Interocean Co. 


614 Whitney Bldg., New Orleans, La. 
Gulf ports to Orient and 
Dutch East Indies 


YANKEE LINE 
Rogers & Webb 


110 State Street, Boston, Mass. 
North Atlantic to German Ports 


TEXAS UKAY LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 


Galveston, Texas 
Texas to United Kingdom ports 


TEXAS MEDIT. LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Tex. 

Texas to Mediterranean Ports 


AMERICAN REPUBLICS LINB 
C. H. Sprague & Son, Inc. 
33 Broad St., Boston, Mass. 


North and South Atlantic Ports to 
Brazil and River Plate ports, east 
coast of South America 


ORIOLE LINES 
Consolidated Navigation Co. 
Citizens National Bank Building 

Itimore, Md. 
North Atlantic ports to west coast 
of United Kingdom and Irish ports 


SOUTHERN STATES LINE 
Lykes Bros.-Ripley S. S. Co., Inc. 


925 Whitney Central Building 
New Orleans, La. 


New Orleans and Texas Ports to 
German and Holland ports 


TEXAS STAR LINE 
Lykes Bros.-RipleyS. S. Co., Inc. 
925 Whitney Central Building 


ew Orleans, La. 
Texas to French and Belgian Ports 


UNITED STATES LINES 
45 Broadway, New York City 


Passenger, mail, freight services to 
England, Ireland, France and 
Germany 





* Accommodations available for a limited number of passengers on theselines. 
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therefore he thought they should be printed as a Senate docu- 
ment. Senator Fess, of Ohio, said he hoped there would be 
no objection to the request as “this is the case that will decide 
the item of the recapture clause in the 1920 law which has been 
suspended.” No objection was made but the detail as to the 
number of documents to be printed was referred to the com- 
mittee on printing which was to report back to the Senate. 

Justice Van Devanter interrogated Mr. Richberg when the 
latter said that the result of the rates that were fixed must be 
a reasonable value to the owner of the property, the justice 
stating that he thought it was ‘a reasonable return on the 
property” and asked if that was not the language of the court? 

“That is the language of the court, but how value can be 
determined, which itself is the result of earning power, before 
the proper earning power has been ascertained, seems to me to 
be beyond calculation,” said Mr. Richberg. 

“I think you are trying to reverse the process and to make 
it clear that there can be no criterion of value,” said Justice 
Van Devanter. “It would all rest with the rate-making body, 
and whatever they said about it would be the end of it—which 
would be quite destructive of all the rules laid down on the 
subject by this court.” 

Justice Van Devanter, also in the course of Mr. Richberg’s 
argument, said he did not understand, as asserted by counsel, 
that the O’Fallon was asking for the absolute application of 
cost of reproduction new, less depreciation, if any. 

In the course of Mr. Fisher’s argument, Justice McReynolds 
said: 

“What we have here is a statute which says you must value 
the property. Now, I would like to know what your construc- 
tion of that statute is, because that, after all, is the important 
point.” 

Mr. Fisher. entered into explanation of the statute in the 
course of which Justice McReynolds asked: 

“Now, this act says and this court has said that they hive 
got to give consideration to reproduction value. Now, has this 
Commission done that in this case?” 

Mr. Fisher thought that the Commission had done so. 

“Now, I understand from what was read that the Commis- 
sion expressly repudiated that idea,’ said Justice McReynolds, 
the reference being to a quotation from the Commission’s de- 
cision in the O’Fallon case. 


SHORT LINES AND RECAPTURE 


The Traffic World Washington Bureau 


Enactment of H. R. 8549, a bill introduced by Representative 
Newton, of Minnesota, to exempt “short” lines of certain classes 
from the recapture provisions of section 15-a of the interstate 
commerce act, would, in the opinion of the Commission, result 
in discrimination, according to testimony given by Commis- 
sioner McManamy, chairman of the legislative committee of the 
Commission, before a sub-committee of the House committee 
on interstate and foreign commerce January 8. Mr. Newton is 
chairman of the sub-committee. 

The commissioner explained that the Commission had sent 
to the interstate commerce committees of Congress three reports 
on proposed legislation that would exempt short lines from the 
recapture provisions, including S. 656, that was passed by the 
Senate at the last session of Congress. Continuing, he said: 


. In each of these reports for reasons stated we expresged_ the 
view that different treatment of the carriers in the matter of re- 
capture of excess earnings under section 15a based upon mileage or 
gross revenue, or on both, would result in unfair discrimination among 
carriers and was fundamentally unsound. We further stated that, 
in our opinion, so long as the rate-making and recapture provisions 
of section 15a remain in the act, all carriers should be dealt with on 
the same basis and that the act as originally passed is in this re- 
spect equitable. 

We see no reason why a railroad 100 miles or less in length, 
which has gross revenue of say $14,000 per mile, should be exempt, 
while one a few miles longer with exactly the same gross should 
not. Under such a condition ‘it is more than probable that the road 
which is exempt has the greater net revenue. 

_. We believe that the inequalities which will result from this bill 
will be greater than under the present law. Concrete examples are 
as follows: The Litchfield & Madison Railway with an average net 
return of 8.6 per cent on its reported investment in road and equip- 
ment during the five years ending with 1927, the Pittsburgh, Lisbon 
& Western with a similar return of 10.53 per cent, the Port Huron 
& Detro. with a return of 15.2 per cent, the Erie &.Michigan Rail- 
way & 1] avigation Company with a return of approximately 24 per 
cent, and the DeKalb & Western, which averaged 27.62 per cent, 
would all be exempt. On the other hand, the following lines which 
earned an excess income during one or more of the five years ending 
with 1927 would remain subject to recapture of such excess income 
because their gross revenue per mile during that period exceeded the 
limit specified: The Interstate Railroad with an average net return 
of 5.87 per cent, the Raritan River Railroad with 5.29 per cent, the 
St. Louis, Troy & Eastern with 4.315 per cent, the Ligonier Valley 
with 3.95 per cent, and the Great Western with 3.87 per cent. These 
are given simply to illustrate the point and are not the most ex- 
treme cases of the discriminations that would result from the pro- 
posed law. 

Since receiving Chairman Newton’s request for a member of 
the Commission to appear at this hearing the proposed bill has again 
been considered by the Commission, and I am directed to say that 
for the reasons stated therein we still hold the views expressed -in 
the reports above mentioned. 


The hearing was attended by Alfred P, Thom, general coun- 
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sel of the Association of Railway Executives; Bird M. Robinson, 
president of the American Short Line Railroad Association: 
Ben B. Cain, general counsel of the short line association; ang 
C. M. Oddie, regional vice-president of the association. Com. 
missioner McManamy was accompanied by C. D. Mahaffie, 
director of the Commissioner’s bureau of financé, who par. 
ticipated in the discussion. 

The hearing was more or less in the nature of a round-table 
discussion. The question of amending section 15-a so ag to 
provide for recapture on a basis of three or five years insteaq 
of one year, as the law now provides, was discussed. It appeared 
to be the consensus that such an amendment would be fair anq 
that it should apply to all roads, but it was stated that it was 
understood that word had come from the Senate that it would 
be useless to try to get such an amendment through the Senate 
at this time. 

Mr. Oddie told of the origin of the proposed legislation and 
of the decision reached by the short line association to make 
an effort to obtain relief for “peak” roads, that is, short line 
roads that, in a given year, had large earnings, while having 
no excess in other years. 

Mr. Robinson said the association did not desire legislation 
that would result in injustice—what it desired was exact justice 
to all roads. He dwelt on the unfairness of basing recapture 
on one year and said he favored a three-year or five-year period. 
He did not agree that the pending bill would result in injustice 
or discrimination. Personally, he said, he would like to see the 
recapture provisions wiped out entirely. 

Mr. Thom, in a brief statement, said he had advocated a 
five-year period on which to base recapture, but had been told 
that such a provision would embarrass the bill in the Senate 
and he did not feel he should press for such an amendment to 
the pending bill. He said that, when the proper time came, he 
felt he could sustain the argument that the recapture of excess 
earnings should be worked out in some other way than as pro- 
vided in the law—by consolidation. 

Reasons why he thought the recapture provisions of section 
15-a were objectionable were submitted by George H. Parker, who 
was comptroller of the Railroad Administration in the period of 
federal control, to the House sub-committee January 9. He ap- 
peared on behalf of the Wildwood & Delaware Bay Short Line, 
of which he is vice-president, the Northampton & Bath and 
the Genesee & Wyoming. With respect to the proposed legis- 
lation exempting short lines from recapture, he urged that Class 
II and Class III roads be exempted rather than the exemption 
be based on the length of the main line and gross earnings per 
mile of road, as provided in H. R. 8549. In his discussion of 
the recaptutre provisions as a whole, Mr. Parker, in part, said: 


While it is desirable 
with the affirmative duty of establishing the rate 
ascertainment of the value of the railroads is not an 
essential thereto, even if indeed it is practicable to make 
ascertainment. 

Subordinate to the foregoing, and in support of that assertion, 
I make the further assertion that what the Commission actually did 
in 1920 and 1922, ewas to determine as nearly as possible from a 
consideration of the various matters studied by it, what rates rail- 
road traffic would bear. A fair reading of the Commission’s decisions 
in those cases will show that to the extent the Commission used the 
equation of a property value multiplied by a given rate of return, to 
produce a net railway operating income, and that converted to a 
gross revenue, thereby to establish the level of rates and fares, it 
was merely as a general guide and not a specific measure. 

That in considering whether the value of the roads is actually 
employed as a factor in determining the rate level, we must look to 
the results that flow from the administrative act, rather than the 
act itself, including the mathematical processes that were compre- 
hended therein. 

That, looking at the results, the fair value of the roads (assum- 
ing even that the Commission’s method of ascertaining value was 
in all respects sound and led to proper results) was not employed as 
a factor, in a definite sense in determining the rate level. 


In this connection, and with particular reference to what I have 
said with regard to the establishment of the rate level, it does not 
seem germane to take up the time of the committee with any extended 
observations on any of the assertions I have made. I content my- 
self with saying, in respect of those matters, that I utterly disagree 
with the financial news writers as to the importnace of the outcome 
of the O’Fallon case, from the standpoint of the question of rate 
levels. They do not seem to discuss the question of recapture. 
Whether the government is sustained in that case, or whether the 
position of the railroads is upheld, there can at the present time be 
no substantial change in the rate level. 

If the Commission is held to have correctly administered the 
statute (as the government contends), then obviously no change 
is to be made in the rate level because the rate has at least theo- 
retically been established (and by this I mean that the Commission 
will have been found to comply with the statute as far as it is prac- 
ticable to do so) for, while it has not fixed a 5% per cent level, it 
has gone through the motions. 

On the other hand, if the railroads’ position should be sustained, 
there cannot be any substantial revision upward of the existing level 
because some of the conditions which converge to prevent any gen- 
eral raise are: 

1, The competition of motor trucks; 2, Water competition: 3, 
Traffic which will not move under high rates; 4, The competition of 
different markets;, 5, The competition of different articles which per- 
mit of substitution one for another. 

The existing rates were made on the strength of 
will bear, considering these factors. . .. 

That the recapture provisions of section 15a would be objec- 
tionable for the reasons stated below, even if the Commission had 
in fact found it practicable meticulously to perform the mandate of 


that the Commission should be charged 
level, a_ precise 
indispensable 
such 
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We Can Do It For You 


A few weeks ago a customer of ours was badly 
in need of a carload of BOLTED TABLE MEAL 
to make a Steamer sailing from New York Har- 
bor on Thursday. Monday morning a carload of 
corn (necessary for this particular product) came 
onto the Erie Railroad at Akron, Ohio. Wednes- 
day morning it arrived at our plant. Wednesday 
evening it had been milled into meal; loaded in a 
car which was specially switched into a fast New 
York Freight. Thursday morning at 6:30 it was 
on the dock ready to load. 


















This rapid movement was made _ possible 
through constant tracing by our Traffic Depart- 
ment. This same service is available for you when 
you are in a hurry. 







GEORGE Q. MOON & CO., INC. 
Binghamton, N. Y. 


(Complete price list on next page) 
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the statute in fixing the rate level. The objections are all the greater 
that the rate level has not been so established. 

Subordinate to the foregoing, the objectionable features of the 
recapture provisions of section 15a are: (a) It is un-American in 
principle; (b) It is economically unsound; (c) It will fail to serve 
the purposes for which it was apparently devised; (d) It will never 
serve an? useful purpose; (e) It is expensive and troublesome. 

’ A scheme of recapture of excess income is not necessarily an 
essential element of the present scheme of rate-making. 

he scheme of recapture embodied in section l5a did not rest 
upon a fair consensus of informed opinion when it was enacted. 

The idea of recapture of excess income in any form rests upon 
a fallacious. premise. : 

The recapture as at present devised will not reach the really 
prosperous roads, generally speaking, to the same degree that it 
will reach the less prosperous. 

Even if in spite of the foregoing, Congress having embodied the 
recapture scheme in existing law, should now be reluctant to repeal 
it, recapture should not be made upon any road until it has individually 
enjoyed the fair return fixed by the Commission, and in any event the 
small roads whose situation was not carefully considered in the 
establishment of the rate level, and because of other special cir- 
cumstances affecting them should be relieved from its provisions. 


Mr. Parker said rates were not made with respect to the 
needs of the short lines and that therefore they should not be 
subject to recapture. He contended that, as a matter of fact, 
rates had not been made too high for the big roads. 

Asked by Representative Newton what he thought of the 
provision in H. R. 10376, introduced at the instance of the Na- 
tional Industrial Traffic League, providing for amendment of 
section 15-a so that valuation woud not be used as a rate base, 
Mr. Parker said he thought that the bill was a step in the right 
direction, without approving the exact language of the bill, and 
that was “what we ought to come to.” 

A. R. Yarborough, traffic manager of the Kanawha Central 
Railway Company and the Campbell’s Creek Railroad Company, 
both in Kanawha county, West Virginia, appeared in behalf of 
those roads and also the Kelley’s Creek & Northwestern, in 
Fayette county, West Virginia. The Kanawha Central is 4.77 
miles long, the Campbell’s Creek, 13.82 miles, and the Kelley’s 
Creek about 7 miles long. All are coal-originating roads. 

Mr. Yarborough urged amendment of H. R. 8549 “so as to 
provide relief for the class of railroads which I represent.” He 
said the basis for exemption, as provided in the bill, would not 
extend to the roads for which he spoke. 

: “The urgent need of these roads for relief,” said he, “from 
the recapture provisions is best indicated by reference to sta- 
tistics of their operations during the past five years. These 
statistics show that the gross operating revenues have fluctuated 
greatly from year to year.” 

As to the Kanawha Central, he said in the five-year period 
1923-1927, the gross operating revenues fluctuated from $31,- 
884.73 in 1924 to $67,003.80 in 1927, and that in the same period 
the net railway operating income fluctuated from a deficit of 
$21,423.84 in 1925 to an income of $6,485.53 in 1927. Deficits 
were incurred in 1923, 1924 and 1925, said he. Notwithstanding 
this record as to earnings, said he, it now appeared that the 
road would be subject to recapture in 1928 because that was 
an unusually good year. He also submitted figures relating to 
the other roads. H eurged that there should be a change made in 
the law so that recapture would be based on a five-year average 
of net railway operating income. 


BUS REGULATION BILL 


Clarification of provisions in the bus regulation bill, H. R. 
15621, introduced by Chairman Parker, of the House committee 
on interstate and foreign commerce, is urged by the Commission 
in a report to Chairman Parker submitted by Commissioner 
McManamy as chairman of the Commission’s legislative com- 
mittee. 

According to the report, provisions of the bill might be con- 
strued as contemplating proceedings wherein the reasonableness 
of rates would be passed on. It is suggested that the intent as 
to that feature of the proposed regulation be made clear. An- 
other suggestion is that Congress should give the most specific 
direction it can as to the manner in which the Commission’s 
discretion as to permitting bus service between points served 
by other agencies of transportation is to be exercised. 


CONSOLIDATION LEGISLATION 


Senator Fess, chairman of the subcommittee of the Senate 
interstate commerce committee on railroad consolidation legis- 
lation, said January 10 he was ready to submit a report to the 
whole committee whenever a meeting of the committee could 
be arranged. At that time a meeting had not been arranged. 
The subcommittee has made some changes in the bill (S. 5029) 
introduced by Senator Fess December 19. (See Traffic World, 
Dec. 22, p. 1406.) 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 


THE TRAFFIC WORLD 


Questions and Answers | 


In this department will be answered questions of both legal and 
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practical nature that confront —- dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions way hes practical traffic 
problems. We do not desire to take the place of 

help him in his work. ; : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


a: 


Reconsignment vs. Reshipment 

Illinois—Question: We have read with much interest the 
questions and replies to “Pennsylvania” in your December 1 
issue, page 1266, and “Maryland’s” in your issue of December 8, 
page 1330, ““Reconsignment vs. New Shipment and Reshipment.” 

The points that have been brought out we feel are very good, 
It does not seem as though the railroads can make a reconsign- 
ing charge hold, although it specifically states that charges 
must be assessed in the case of a reconsignment or reshipment 
unless new bills of lading are issued and all freight charges 
are paid up to the point of reconsignment. 

Do you know if any of the reconsigning tariffs have been 
amended as yet to remove this charge or too what steps have 
been taken, if any, to remedy this situation? 

Answer: While probably not all of the reconsigning tariffs 
of the various carriers have been amended to reflect the findings 
of the Commission in the cases referred to in our answer to 
“Maryland,” on page 1339 of December 8, 1928, tariffs of certain 
of the lines have been amended. We refer you to rule 12 of 
P. R. R. (West), I. C. C. No. F-2236, effective December 1, 1928. 

Demurrage—Average Agreement—Weather Interference 

New York.—Question: Referring to answer to “Illinois” 
question on the subject of demurrage on page 1376 of The 
Traffic World of December 15, 1928, previously discussed under 
the above caption. 

We are doubtful as to the applicability of the Commission’s 
conference ruling of October 7, 1919, to which you refer. It 
seems self-evident that that conference ruling dealt with a 
change in tariff rules or charges. The question here involved 
is not a change in the tariff rules or charges. It is merely a 
question of whether the detention to a car prior to the date 
an average agreement becomes effective should be handled on 
the straight basis, and the balance of the detention, subsequent 
to the effective date of the average agreement, to be handled 
on the average basis. It seems to,be your opinion that the 
straight basis should apply in the case in question up to July 1; 
the effective date of the average agreement, and the average 
basis would apply subsequent to July 1. This would mean that 
the consignee was entitled to the application of the weather rule 
for weather interference and detention that occurred in June. 

That method seems to be directly in conflict with the pro- 
visions of rule 9, average agreement, which provides that when 
the agreement has been entered into, “the charge for detention 
of cars, on all cars subject to demurrage held for load- 
ing or unloading, shall be computed on the basis of the average 
time of detention to all such cars released during each calendar 
month.” 

To compute the detention in June on the straight basis and 
the detention in July under the average agreement would not 
make “the charge for detention of cars computed on the basis 
of the average time of detention,” as required by the rule. 

Again, to eliminate all of the detention to the car from the 
average agreement would also be contrary to the rule, since the 
rule applies to all cars released during the calendar month sub- 
ject thereto. To eliminate one car from the average computa- 
tion would have the effect of nullifying the agreement, since it 
includes all cars released during the calendar month. 


From a practical, as well as a reasonable, standpoint, 
the rule should be construed strictly in accordance with its 
language, so that when an average agreement becomes effective 
July 1 and the car is detained in both June and July, “the charge 
for detention” of this car “released during the calendar month” 
of July shall be computed on the basis of the average time of 
detention to all such cars (held for loading or unloading). 

Ordinarily, a demurrage bill is not presented until the car 
is released, as the total amount of demurrage charges cannot 
be determined prior to that time. If the car was released in July 
it became subject to the average agreement effective July 1 
and the charge for detention to the car should be computed on 
the average basis and the straight basis would not be involved. 
Under any other plan, where the consignee is releasing cars 
daily, it would be impossible to have an average agreement 
become effective, since it would be impossible to compute all 
of the detention on the average basis as required by the rule, as 
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A New Year’s Resolution— 


EGARDLESS of the wit who said “The best 

New Year's resolutions have never been 

made’’—permit us to suggest one that 
sooner or later may bring a large measure of 
satisfaction. 


a ae a 


Study the map above for a second. Each star 
thereon represents an office of the Norfolk and 
Western Railway—in key cities, from New York, 
Boston, and Jacksonville on the Atlantic, to 
Denver and Salt Lake in the West—including the 
South, Central and Mid-Western states. In each 
office there are Freight Traffic Department repre- 
sentatives, trained in the business of transportation 
and particularly in the problem of fitting the unex- 
celled services of their railroad to the needs of 
manufacturers and distributors—or offering frank 
advice when direct cooperation is not possible. 
Thesermen understand the problems of industry; 
they know their railroad and the rich, diversified 
territory it serves; they can supply information on 
raw materials, markets, industrial or distributing 
locations, routes and rates—and they do, gladly 
and without obligation. 


We suggest therefore that you resolve, now, 
to give the nearest Norfolk and Western repre- 
sentative an opportunity to get in touch with you 
and to help make your New Year a really happy 
one. 


NORFOLK AND WESTERN RAILWAY 
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the consignee would have cars placed for unloading during one 
month and released the following month. i 

Answer: In so far as your views as to the application of 
the Commission’s Conference Ruling of October 7, 1919, is con- 
cerned, we differ from you in that we are of the opinion that 
there is no difference in principle between a change in a tariff 
involving an increase or reduction in a rate and a change in 
the status of a shipper and carrier under a provision of a tariff 
such as the entering into or withdrawing from an average 
agreement. 

To apply the average agreement it is first necessary to de- 
termine what cars are subjject thereto, the rule applying only 
to cars which are subject thereto. Our opinion is that either 
straight demurrage should be applied on the car up to July and 
the average agreement after that date or that the car should 
not be included in the average agreement at all. 

The views explained in the last paragraph of your letter are 
applicable, no doubt, in ordinary cases, but whether in the in- 
stant case depends upon a determination of the question of 
whether a car which is tendered or placed for delivery prior to 
the effective date of the agreement becomes subject to the agree- 
ment prior to the date thereof. 

Your view of the question would deprive the consignee of 
the benefit of the weather rule during the detention of the car 
prior to the execution of the average agreement, while our view 
would give him the benefit of the weather rule under straight 
demurrage prior to the execution of the average agreement and 
the benefits of the average agreement after that date. 

Under the latter view he would benefit doubly, but neverthe- 
less there does not see that any other result can be reached, 
unless we eliminate the car entirely from the average agreement. 


Accord and Satisfaction 


IMlinois—Question: During September of 1927, two cars of 
live pigs were shipped to us from St. Paul, Minn., consigned to 
our farm at a station located exclusively on one of the belt rail- 
ways serving the Chicago district. 

There is no through freight rate nor through service between 
points of origin and destination. 

It has been our experience that no matter what railroad 
was utilized for the haul from South St. Paul to Chicago, the 
time required for transportation on this first stage of the journey 
customarily was such that the belt railroad would refuse to 
accept the shipment, alleging that the pigs could not be handled 
to destination and unloaded within the legal time limit for carry- 
ing live stock without resting. 

Therefore, it has been usual for the pigs to be unloaded at 
some nearby point on the first carrier. 

These two cars, however, although moved subject to the 
same conditions, received different handling, with the result that 
13 pigs died en route, 7 died within two days after arrival at 
destination, and there was a loss in weight for all of the pigs 
(231 head) averaging 24 pounds per pig. 

We filed claim for value of the 20 pigs and for the excessive 
shrinkage. 

The railroad company offered us 50 per cent of the value 
of the dead pigs and disclaimed any responsibility for shrinkage. 

One reason advanced by the railroad company for disclaim- 
ing any responsibility for shrinkage was the fact that the pigs 
had been vaccinated prior to loading at South St. Paul. The 
railroad alleges that this vaccination made the pigs ill for a short 
time and thus reduced their resistance, causing the deaths of 
some and the shrinkage in weight of the others. 

Investigation on our part develops that, owing to the fact that 
the belt railroad, as usual, had declined to accept immediate de- 
livery of the pigs, the cars had been stopped at a feeding station 
about 40 miles west of Chicago, reaching said station late Saturday 
night. The pigs were not unloaded from the cars, owing to the 
fact that bill of lading had been indorsed to prevent the pigs 
from being unloaded in a public stock yards. The next day 
being Sunday, and there being no local service to Chicago for 
delivery to the belt railroad, the pigs remained in the cars all 
day Sunday and were moved out of the feeding station late 
Sunday night, reaching the farm Monday morning. 

This claim was the first of its nature in the experience of 
the writer. After handling it for several months by correspond- 
ence, with no satisfaction, a conference was had with the assist- 
’ ant claim agent of the road, and settlement accepted on a basis 
which gave this company the full value of the dead pigs and an 
allowance of 3 pounds per head for shrinkage. 

However, the company represented by the writer believes 
an unsatisfactory settlement was made, alleging that the cir- 
cumstance was unusual and the loss was the fault of the han- 
dling rather than of the condition of the pigs. 

It should probably be made clear that the pigs were fed by 
our company and later sold at much higher weights. 

One contention of the railroad company has been that there 
was no loss of tissue and, therefore, we had no legitimate claim 
for shrinkage, but my company points out that it cost them 8 
cents a pound to recover the excessive loss. 

The questions I would like to have answered are: 


THE TRAFFIC WORLD 


Vol. XLII, No, 9 


First—-Whether there is a satisfactory basis 
action. 

Second—Whether we have been estopped from taking such 
action by the settlement accepted? 

Answer: In our opinion, an action against the carrier with 
whom your claim was filed could be successfully defended by 
the carrier should it plead an accord and satisfaction. 

An accord is an agreement whereby one of the parties up. 
dertakes to give or perform, and the other to accept in gat. 
isfaction of a claim, liquidated or in dispute, and arising eithey 
from contract or tort, something other than or different from 
what he is or considers himself entitled to; and a satisfaction 
is the execution of such an agreement. 

Where an accord has been executed it operates as a com. 
plete bar to an action on the original claim. : 

An essential element to sustain an accord and satisfaction 
of an unliquidated or disputed claim by the giving and accept. 
ance of a less sum of money than that claimed, and nothing 
more, is a bona fide dispute or controversy. Here the consid. 
eration consists in the mutual concessions of the parties, and it 
may be added that it is the only consideration. 

All of the elements of an accord and satisfaction appear to 
be present in the agreement which you reached with the carrier. 

As to the merits of a claim for an additional amount over 
and above that received by you under the settlement with the 
carrier, covering the shrinkage of the hogs, it is our view that 
if a compliance with a notation such as that which was placed 
on the bill of lading covering the shipment in question required 
special service over and above that ordinarily required in the 
handling of live stock shipments between the points in question, 
and this special service was not held out by a lawfully pub- 
lished and filed tariff, the carrier could not be held liable if it 
handled the shipment with reasonable dispatch. 

Unless a carrier by tariff holds out a special service, a ship. 
per cannot, under the decision of the Supreme Court of the 
United States, in C. & A. vs. Kirby, 225 U. S. 155, demand same 
and cannot hold a carrier to a bill of lading contract for such 
special service, for the reason that the rendering of such special 
service for a particular shipper would result in discrimination 
against other shippers. A carrier, however, can be held liable 
for unreasonable delay. 

The question for determination is whether the indorsement 
for not unloading in public stock yards was the cause of the 
shrinkage, and, if so, whether the carrier handled the shipment 
with proper care and due diligence, in view of the notation and 
the extent of its obligations under its lawfully published tariffs, 


Tariff Interpretation—Application of Combination Rule Where 
Separate Factors Subject.to Different Minimums 


Indiana.—Question: A carload shipment is forwarded from 
a point in Arkansas to a point in Florida rates making on Mem- 
phis and Jacksonville, all factors being subject to Jones’ Tariff ’ 
No. 228, 1. C. ©. U. B: No. 1. 

The minimum weights to Memphis and Jacksonville are 
30,000 pounds, beyond 24,000 pounds. By using the combination 
rule to Jacksonville, and the straight per car rate beyond, with- 
out deduction, results in a lower charge than using the com- 
bination rule to the through movement. 


Carrier insists they cannot apply the combination rule to 
Jacksonville, and use the local carload rate beyond, claiming if 
the rule is used at all, same must be applied to all the factors 
making up the through rate. 

Will you kindly advise as to the correctness of their conten- 
tions, and also advise if the Commission has had before it, the 
question of applying the rule in the manner stated above? 

Answer: Agent Bb. T. Jones’ Freight Tariff No. 228 I. C. C. 
No. U.S. 1, contains the following provision: 


» 


for further 


Where two or more separately established commodity rate fac- 
tors are subject to different minimum weights, the highest minimum 
weight applicable to any of the separately established commodity 
rate factors will apply to the through rate as arrived at in the manner 
herein prescribed, except that the charges based on the separately 
established factors used in making the combination rate and minimum 
weight or actual weight when in excess of minimum weight applying 
to each factor, shall be observed as maximum. 


We cannot locate an opinion of the Commission covering 
the question you raise, but it is our opinion that where tariffs 
publishing the separately established commodity rate factors 
are subject to the rules for constructing combination rates as 
published in Agent Jones’ I. C. C. No. U. S. 1, all of the factors 
are subject to the above quoted provision of Agent Jones’ tariff, 
and that the only alternative bases which may be applied are 
those set forth in this provision, i. e., that the highest minimum 
weight applicable to any of the separately established com- 
modity rate factors will apply to the through rate, or that 
charges based on the separately .established factors used in 
making the combination rate and minimum or actual weight 
when in excess of the minimum weight applying to each factor 
may be applied. We do not believe that the combination rule 
may be applied to only two or more of the factors, but that it 
must be applied to all of the factors used in constructing 4 
combination rate subject to the provisions of Agent Jones’ F. C. C. 





Oo he eter DO FF .* CO 


tal 


werFran lS & Ww FF 


january 12, 1929 


g fro 
all P 


pailwe) 


oints 
$ of 


WSS “Sy 
—— She 


53 Hours 
67 Hours 


Laredo to Mexico City . 
Eagle Pass to Mexico City 


NATIONAL 


|. Dain 
seree 


wr , fort 
int ° 
m Pp on Na 


RAILWAYS 


THE TRAFFIC WORLD 


HIPMENTS under through bills of lading 

are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


G. B. Aleman, Gen. Agt. 
2195 Ry. Exch. Bldg. 
St. Louis, Mo. 


F. P. De Hoyos, Gen. Agt. 
1515 Penn Bldg. 
New York City 


A. Horcasitas, Com. Agt. 
414 Whitney Bank Bldg. 
New Orleans, La. 


F. N. Puente, Gen. Agt. 
441 Monadnock Bldg. 
San Francisco, Calif. 


101 Hours 
69 Hours 


MEXICO 


El Paso to Mexico City . ° 
Brownsville to Mexico City . 


OF 


Via Peoria, Illinois 


In these days of hand-to-mouth buying, 
speed in traffic transfers is a vital factor. 


Peoria is truly the open door to fast 
freight service. Transfers are made in a 
few hours. 


Make use of this logical transfer point. 
Speed up your shipments by avoiding con- 
gested terminals—route your next shipment 
through Peoria. 


Switching Service Between 


Atchison, Topeka & Santa Fe 
Chicago & North Western 
Chicago & I!linols Midland 
Cleve., Cin., Chi. & St. Louls 
Wlinols Terminal R. R. System 
New York, Chicago & St. Louis 
Peoria Terminal Company 


Address E. F. STOCK, Traffic Manager 


PEORIA ann PEKIN UNION 
RAILWAY COMPANY 


Inquiries Solicited. Union Station, PEORIA, ILL. 


Chicago & Alton 

Chicago, Burlington & Quincey 
Chicago, Rock Island & Pacifie 
Mlinols Centra 

Minneapolis & St. Louls 
Pennsylvania Railroad 

Toledo, Peorla & Western 
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No. U. S. 1, above quoted, where there is a difference in the 
minimum weights governing the several factors. 
Demurrage—Notice of Arrival—Sufficiency of 

lowa.—Question: We are having a controversy with one 
of the mid-west carriers relative to the application of certain 
demurrage charges assessed on one of our shipments. Ship- 
ment consisted of wood piling of such length as to require three 
cars for transportation. Shipment was billed from ourselves at 
A to ourselves at B. 

Station B is a station of about 14,000 population. We have 
no office at B and no address there. Our office is located at C, 
Iowa. Station B is located in Kansas and station A in Missis- 
sippi. Cars were billed April 7 and arrived at destination April 
10 at 1 p. m. Agent at B claims to have posted a notice of 
arrival April 10 addressed to us at B. This notice never reached 
us. On April 14 we wrote the agent at B, giving him disposition 
of the cars, and we have his acknowledgment of the disposition 
order dated April 16. Cars were unloaded and released by our 
customer April 23, after $33 demurrage on each car had accrued. 

Agent at B claims to have wired agent at A on April 12 
to the effect cars were on hand unclaimed and was advised by 
agent at A that consignee’s address was C, Iowa. 

The original notice which agent at B claims to have sent 
us was a post card. Agent admits it was not inclosed in stamped 
envelope bearing return address. Agent at B admits that the 
card did not return to him and that he does not now have it on 
file. He also admits he did not know who we were or what 
our address was. Under these circumstances can demurrage 
lawfully be collected? In cases where address of consignee is 
not known and is not shown on billing, is it not necessary 
to post the notice in stamped envelope bearing return address 
before demurrage can accrue, or is the mailing of a post card 
substantial compliance with the tariff? 

Can we recover this demurrage on the ground that the 
notice of arrival was not posted in accordance with the provi- 
sions of the tariff? We would be pleased to see your answer 
to the questions raised. 

Answer: In its opinion in Turner Lumber & Investment 
Co. vs. C. & N. W. Ry. Co., 129 I. C. C. 84, the Commission held 
that the failure of a carrier to strictly comply with the provi- 
sions of section A, of rule 4, of the Demurrage Rules, in so far 
as they require the notice of arrival to be inclosed in a stamped 
envelope bearing return address, when the address of the con- 
signee does not appear on the billing, was not the cause of the 
accrual of demurrage, and, therefore, did not constitute a basis 
for a finding that the demurrage charges assessed were inap- 
plicable. In the above referred to case, the Commission cites 
its decision in Milne Lumber Co. vs. D. T. & R. R. Co., 120 
I. C. C. 488, in which case it found that notice by postal card 
constituted a compliance with a tariff provision similar to the 
rule under consideration in the Turner Lumber Co. case, 129 
lL. & @. St 

The facts in the instant case do not appear to differ in any 
material respect from those in the cases above referred to, as- 
suming, of course, that the carrier can prove that notice of 
arrival was actually mailed. Apparently the only purpose served 
by the requirement that the notice must be deposited in the 
United States mail, inclosed in a stamped envelope, bearing 
return address, is to furnish evidence of the mailing of the 
notice, and possibly to call the carrier’s agent’s attention to the 
requirement that he must notify the consignor that the shipment 
is unclaimed, as required by section E, rule 4, of the National 
Demurrage Rules. 


Sales—Remedies of Seller Where Goods Delivered Conditioned 
Upon Payment of Price in Cash 


lowa.—Question: A shipper had a customer located at a 
prepaid station. The shipper had been accustomed to doing 
business with this consignee in the following manner: 

It has always been understood that the consignee should 
pay for the goods on sight draft, but, owing to the fact that it 
is impossible to sight draft a prepaid station the shipper issued 
an ordinary bill of lading and attached a. sight draft thereto. 
Upon receipt of the sight draft and bill of lading the bank would 
discount same. 

A shipment was recently made and the consignee failed to 
carry out the previous custom and secured the freight without 
taking up the sight draft. We are aware that the railroad com- 
pany is not in any way involved, but we are seeking some fed- 
eral or court decision covering such a transaction... As we sum 
up the situation, it really makes no difference whether or not 
a sight draft or an open bill of lading is used, as the bill of 
lading is nothing more than a contract acknowledging the re- 
ceipt of a commodity by the carrier, which the carrier agrees 
to deliver at a certain point. 

What we are getting at is the obligation of the consignee 
to the shipper and the bank. The bill of lading is not a bill 
of exchange nor is it a sight draft, for the reason that it does 
not show the drawee, the payee or the amount or value of the 
goods. It merely designates shipping instructions and we think 
the consignee is just as liable when a plain bill of lading is 
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used as he would be had a shipper’s order form bill of lading 
been used. 

If you can cite us any case similar to this which hag been 
handled by the courts we would greatly appreciate same. 

Answer: Where there is a sale of goods generally no 
property in them passes until delivery, because until then the 
very goods sold are not ascertained. On the other hand, neither 
the actual delivery, nor the absence of such delivery will contro} 
the case, where the intent of the parties is clear and manifest 
that the matter of delivery was not a condition precedent to the 
passing of title, or that the delivery did not carry with it the 
absolute title. The title may pass, if the parties so agree, where 
the statute of frauds does not interfere, without delivery, ang 
property may be delivered with the understanding that the title 
shall not pass until some condition is performed. 

A sale of property may be on condition that the buyer do 
some other act; and a delivery of the property, if also condi. 
tional, does not vest the property in the buyer, but on nop. 
performance of the condition the seller may reclaim it. Such 
condition may be waived by the parties; but a delivery, without 
anything being said as to the condition, is not necessarily abgo. 
lute. It is evidence of the waiver, and, in connection with other 
circumstances, may be sufficient to authorize a jury to find 
waiver of the condition. But if, under all the circumstances, it 
is apparent that the parties did not intend to dispense with the 
condition, the property does not pass. Thus where the sale is 
for cash and delivery is made without the price being paid and 
with no intention on the part of the seller to waive such pay. 
ment, he may ordinarily, if he acts promptly, retake possession, if 
the buyer does not make payment. 

If the seller delivers possession of the subject matter at 
the time and place specified without any intention of waiving 
his right to payment in cash he may ordinarily, on the refusal 
of the buyer to make payment, retake possession; this for the 
reason that the delivery is conditional on the payment of the 
price by the buyer. Daugherty vs. Fowler (Kan.), 25 Pac. 40; 
People’s State Bank vs. Brown (Kan.), 103 Pac. 102; National 
Bank of Commerce vs. Wis. Cent. Co. (Minn.), 46 N. W. 342, 
560; Baker vs. McDonald (Nev.), 104 N. W. 923; Batimore, etc, 
R. Co. vs. Good (Ohio), 92 N. E. 485; Rehrmann vs. Peoples’ 
Furniture Co., 142 Pac. 986. 


So, also, where no title passes to the buyer because the 
delivery is conditional on the payment in cash, the seller may 
maintain against the buyer an action of trover for the value 
of the property. Wilson vs. Comer (Ga.), 54 S. E. 355. 


The seller may waive payment in cash and if the delivery 
is with such intention, it will have the effect of passing the title 
and place the transaction on the same basis as any other sale 
on credit. Kemper Grain Co. vs. Harbour (Kan.), 133 Pac. 566. 

Likewise it seems to be generally held that an action against 
the buyer for the price, as it is based on an affirmance of the 
sale, constitutes a waiver of the right to recapture the property. 
Manchester Locomotive Works vs. Tuesdale (Minn.), 46 N. W. 
301. 

Where goods are delivered to a carrier on an open or 
straight bill of lading, the carrier may, without incurring lia 
bility, deliver the goods without requiring surrender of the bill 
of lading. However, even when the buyer is named as com 
signee in a bill of lading, if the bill of lading with draft attached 
is sent to the seller’s agent or bank for collection in accordance 
with the terms of the contract of sale, the property in the goods 
is reserved and does not pass to the buyer until payment. 

If, under the terms of the contract of sale to which you 
refer, the payment of the price was a condition precedent to 
the passage of the title, the buyer got no title to the goods 
upon delivery of same by the carrier and the seller may mait- 
tain an action in replevin for the recovery of the property, o 
an action in trover for the value of the property, or an action 
against the buyer for the price of the property. 

Damages Consequential 

North Carolina.—Question: Will you please give me you 
opinion, as well as any court decision, on the following: 

Carload dairy feed shipped from a point in Ohio to a point 
in North Carolina delayed on X Railroad for six (6) days account 
car being in bad order and transferred to another car, resulting 
in the shipment arriving destination six days late. 

Consignee had a regular dairyman customer who bought 
160 bags this feed every two to three weeks, and this dairymal 
was urgently in need of this feed and by reason of the delay 
he was forced to purchase another brand of feed elsewhere 
and, for the reason that changing feed causes dairy cows to de 
cline in milk, this dairyman will not change back to using the 
original feed from the Ohio shippers. 

Consignee filed claim against the X Railroad for loss of 4 
profit of 50 ‘cents per bag on the 160 bags in the car that would 
have been delivered to his regular customer had the car arrived 
at its destination on time. The 160 bags feed were sold i 
small lots to various people and consignee states that since 
he lost this customer he has lost the sale of several hund 
bags of this feed and that he will lose the sale of over three 
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thousand bags during a period of twelve months to this one 
customer. 

Consignee’s claim of 50 cents per bag on the 160 bags has 
been declined by X Railroad, with the following comment: 
“The legal damage in this case is the difference, if any, between 
what the feed would have been sold for and what it was subse- 
quently sold for.” 

Consignee attached to his claim sworn statement for the 
dairyman that he would have continued to use this feed if this 
delay should not have happened, causing him to change brands 
account being out of feed. Consignee states that he has not 
only been damaged to the extent of the loss of sale of the 160 
bags to this dairyman, but to the extent of about 3,000 bags 
per year to this dairyman. 

It has been proven that consignee has been damaged by 
reason of the six days’ delay this car of feed met, and I will be 
glad if you will advise me if the carrier responsible for the de- 
lay could legally pay such a claim, and what redress has the 
consignee. 

Answer: While we can locate no decision of the courts 
covering facts entirely similar to those in the instant case, it 
is our opinion that the principle of the decision in Ohio-W. Va. 
Co. vs. C. & O. Ry. Co. (W. Va.), 124 S. E. 587, is applicable. 
In this case it was held that where a carrier billed kerosene as 
gasoline, and represented that it was gasoline, causing the con- 
signee to unload it into a tank with other gasoline and sell it 
as such, damage to business from the refusal of purchasers 
and the general public to deal further with the plaintiff were 
not direct, common, natural, probable and reasonable conse- 
quences of the negligent act, and too remote and conjectural for 
recovery. See also Norfolk Sou. vs. Houtz (N. C.), 18 S. E. 850, 
in which case it was held that in the absence of actual or con- 
structive notice to a carrier at the time a shipment is delivered 
for transportation, that a claimant relies on special circumstances 
for damages additional to such as are the natural and probable 
result of wrongful delivery of goods shipped, the consequential 
damages cannot be recovered. 


BETTER NEW ENGLAND SERVICE 


The eyes of industrial traffic men, of shippers generally, and 
of railroad officers, are being directed to New England these 
days because of the striking improvements in service, in facili- 
ties and in operating performance among the New England 
carriers. 

It was only five years ago that the Storrow committee, ap- 
pointed by the governors of the New England states to consider 
New England’s attitude toward the consolidation provisions of 
the transportation act, reported the problem of the New Eng- 
land roads to be “not one of consolidation, but of rehabilitation.” 
Now, the New England railroads “are well on the way to re- 
habilitation and a new period of prosperity,” in the words a 
few weeks ago of the New England Council. And the Council, 
as a result, in a questionnaire to trunk-line presidents, has 
turned New England’s attention again to proposed consolida- 
tions. 

Because it was, perhaps, at the lowest ebb among the New 
England lines at the time of the Storrow committee’s study, the 
Boston & Maine’s rehabilitation in recent months under Presi- 
dent George Hannauer has been remarkable, and this article 
is prompted largely by the developments affecting that carrier 
that suggest and even surpass the improvement by the carriers 
of New England generally. With a figure of 18,488 gross ton- 
miles a train-hour for 1928, and a figure in excess of 20,000 for 
each of the last three months, and so for the last quarter, the 
road for the year is able to show an improvement of 75 per 
cent in this combined factor of service and efficiency since 1923, 
when the Storrow report was made, and for the last quarter 
a gain of over 100 per cent compared with 1923. The railroads 
of New England and the railroads of the country have made 
fairly phenomenal gains in this 5-year period, but the Boston 
& Maine’s performance becomes even more striking when it 
is appreciated that it surpasses by so much the general average 
of 58 per cent improvement by the Class I railroads of the 
country. 

New England is a section of importance to the rest of the 
country, as a source of quality products for much of the nation 
and as a market of first importance for the finished products 
and the raw materials of other sections. As a result, the service 
of New England’s railroads becomes a matter of importance to 
almost every industrial traffic man. An area of concentrated 
population, industry, and trade, New England, with its short 
hauls, its large number of branch lines, and consequent multi- 
plicity of junctions with high proportion of local trains, involves 
a diffusion of traffic that, under the conditions of large scale 
terminal operations, has been recognized as constituting the 
most exacting operating problem of its kind in the country. 
With these conditions and the importance of good service to 
and from New England in mind, the rehabilitation of the New 
England carriers takes on wide significance. 

Still considering effect before causes, the road’s performance 
in the last quarter of 1928 in attaining under these conditions 
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a figure for car-miles a car-day just under the 30 miles wag get 
as the objective of the railroads of the country was quite as 
remarkable as its gross ton-miles a train-hour performance 
Open winter conditions entered into this result for December. 
it is admitted, but the improvement has been based on elements 
much more tangible than New England weather and extending 
over a much longer period. 

These elements have been carried out on a heroic Scale 
and with results in proportion. The Boston & Maine, for ip. 
stance has been almost remade within three years as to roag. 
way, bridges, power, terminals, and, consequently, as to stand. 
ards and schedules. In the five-year period, $55,000,000 has been 
spent on improvements and betterments, $43,000,000 of this in 
the last three years, with a budget of $16,000,000 additional for 
1929—an aggregate since the Storrow report of $71,000,000 for 
improved service and more efficient facilities. 

In addition, within two years, it has developed motor truck 
coordination with its freight trains at eight points of concentra. 
tion in New England, principally at Boston and Lawrence, using 
171 trucks to and from 200 stations, to multiply its assembly of 
through cars, and to expedite pick-up and delivery. As a regult, 
“Minute Man Service” has come to mean much to those using 
the road to and from New England—it has come to mean that 
freight is being moved hours faster to the concentration points 
and, by use of more through cars and with closer connections, 
is saving days (1 to 3 days) in movement to and from other 
sections. The trucks, for instance, are used to round up legs. 
carload freight in areas tributary to or spreading out from the 
concentration points, working much more comprehensively than 
old local freights possibly could do. 

One hundred and seventy-nine new bridges have been built 
and 40 additional bridges have been strengthened; 241 miles of 
single track have been rock ballasted; 77,045 tons of new rail have 
been laid—most of it 100-pound, with 130-pound rail now being 
planned as standard for its Fitchburgh division to and from the 
west; clearance havebeen increased to 16 feet 1 inch on 578 miles 
of track, so that now the biggest power can be used in a single 
run without change all the way from the Hudson River gateways 
to the eastern terminals at Boston and Portland, Me., with other 
main lines similarly equipped. 

A new fleet of “big power”—20 locomotives of 81,400 pounds 
tractive power—has been snapping freights across New England 
for several months now on schedules and with improved con- 
nections that shippers say have cut down by two and three 
days the time formerly required to many points in the west, 
middle west and south. An added fleet of powerful switchers, 
some of them carrying two boosters, are working in the modern 
car retarder yards at Mechanicville, N. Y., and Boston, and at 
White River Junction, Vt., the rebuilt flat yard is effecting com- 
parable savings in time and cost. 

The $5,000,000 Boston yards and those at Mechanicville, 
equipped with the car retarder: system of which President 
George Hannauer was co-inventor, have been an important factor 
in these results. At Mechanicville the Storrow committee 
found that the average car eastbound required 25 hours for 
classification. Nowadays, the average car is in and out of 
Mechanicville in six to eight hours. Even more striking are 
the results at Boston, where a modernized freight house in 
conjunction with the car retarder equipped inbound and out- 
bound yards has. meant hours’ savings to shippers and con- 
signees, not only in time on the rail, but in total transit time. 
The new freight house facilities have more nearly unified the 
collection of freight at Boston, have cut down the trucking time, 
and have reduced the time that freight stays in the house. A 
distributing warehouse directly over ‘this modern freight house 
has provided firms that do not have plants in New England with 
a rail-head facility to which their goods are brought in carloads 
and from which they are distributed less than carload, wi‘h 
savings in time and cost. 

Center of a $10,000,000 passenger improvement project, the 
New North Station and sports auditorium at Boston, while it 
contributes nothing to the road’s rejuvenation of freight service, 
is nevertheless an expression of. the improvements taking place. 
Some of the freight improvements have been scarcely less 
spectacular. Such, for instance, in addition to those named, is 
the enlargement of the Hoosac Tunnel double-track bore 4% 
miles long, while it was continued in full operation so that both 
tracks of this tunnel, which has been operated by electric power 
since 1911, can take the biggest freight cars without delay or 
detour. When it is realized that this tunnel opens the way to 
crossing New England through the Berkshires at lowest grade, 
shortest distance, and minimum curvature, this further increase 
in capacity takes on new significance. 


AMENDMENT OF SECTION 10 


Representative Parker, chairman of the House committee 
on interstate and foreign commerce, has introduced H. R. 15971, 
a bill to amend section 10 of the interstate commerce act 80 48 
to provide for a minimum fine of $500 for violations, as recom- 
mended by the Commission in its annual report and as provided 
in S. 5047, introduced in the Senate recently by Senator Watson, 
chairman of the Senate interstate commerce committee. 
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Personal Notes 

19 a 
since the World War, held a meeting recently for the purpose 
of reorganization and elected the following officers: President, 
J. G. Van Norsdall, assistant general passenger agent, B. & O.; 
vice-president, W. F. Miller, district passenger agent, Missouri 
Pacific; second vice-president, C. O. Layton, traveling passenger 
agent, Great Northern; third vice-president, W. H. Maybaum, 
general agent, White Star Line; fourth vice-president, C. W. 
Cassilly; secretary, E. L. Vierling, Wabash; treasurer, W. C. 
Lee, city ticket agent, Wabash. 

R. L. Ramsay has been appointed manager, Universal Car- 
loading and Distributing Company, at Utica, N. Y. A. W. Lowe 
has been appointed manager at Baltimore. A. J. Cleary has 
been appointed manager at Fargo, N. D. 

Thomas Balmer has been appointed western counsel, Great 
Northern, with office at Seattle. Fletcher Rockwood, James P. 
Plunkett and James H. Mulally have been appointed general 
attorneys at St. Paul. R. F. Berg has been appointed attorney 
at St. Paul, and Alfred J. Clynch, of Seattle, has been appointed 
attorney. R. J. Hagman, assistant general counsel, will con- 
tinue to supervise commerce and freight claim matters and 
will handle correspondence regarding contracts, right-of-way 
and tax matters. 





L. F. McFarland, 
who was elected 
president of the Lou- 
ville Transportation 
Club December 19, 
was appointed gen- 
eral agent of the 
Chesapeake & Ohio, 
at Louisville, effec- 


tive January 1. He 
was formerly com- 
mercial agent. He 


has had a wide 
range of experience 
in railroad work, 
having been em- 
ployed by such other 
roads as the Erie, 
Wabash, and South- 
ern Pacific. He went 
to Louisville about 
three years ago from 
Jacksonville, Fla., 
where he had opened 
an office for the C. & 
O. Prior to that he 
held positions at To- 
ledo and Cleveland, 
O., Detroit, Mich., 
Kansas City, Mo., and other points. 


At one time he was 
associated with the Detroit Graphite Company. 





The Commission’s examiners, with the commissioners as 
their guests, held their annual banquet January 3, under the 
toastmastership of Chief Examiner Ulysses Butler. As enter- 
tainment a company of the examiners in the cast presented 
“Lewlock Bell, or the Travails of an Itinerant Examiner,” 
written by Frank Mullen, a satire on the work of the examiners. 
Attorney-Examiner R. N. Trezise was the stage manager and 
Examiner T. Leo Haden the chairman of the committee on 
arrangements. 

T. E. Maroney has been appointed freight traffic repre- 
sentative, G. M. & N., at Chicago, succeeding C. H. Lahn, pro- 
moted. 

W. F. Bollman has been appointed assistant general freight 
agent, B. & O., at Pittsburgh, succeeding A. L. Doggett, pro- 
moted. 

James S. Moore, Jr., has resigned as general attorney of the 
Western Pacific to become associated with the firm of Brobeck, 
Phleger and Harrison, at San Francisco. 

Felix Lachesnez-Heude, for the last several years associate 
passenger traffic manager of the French Line, has been pro- 
moted to general passenger Manager, succeeding A. T. Hender- 
son. 

George M. Talbot, assistant director of supplies of the Mer- 
chant Fleet Corporation, has resigned to become co-managing 
— of the Lubricating and Fuel Oils, Ltd., of London, Eng- 
land. 

Cc. C.. Taylor has been appointed assistant freight traffic 
manager, Mobile & Ohio, at Memphis. The office of assistant 
general freight agent has been abolished. C. E. Hodskin has 
been appointed western freight agent at Denver. 
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E. H. Mackensen, general western representative of 
Southeastern Express Company, has resigned to become 
ciated with the College of Advanced Traffic, Chicago, » 
assistant: to the president. 
R. P. Harrington, assistant freight traffic manager, St, 

& Southwestern, announces the following appointments: w,p 
May, assistant general freight agent at Memphis; F. E. Rowng 
general agent at Kansas City; T. A. McDonough, general agen 
at Atlanta; E. A. Senneff, general agent at San Francisco; g 1, 
Leitner, general agent at Detroit; R. W. Byrne, general agent 
at Cincinnati; S. C. Yeaman, general agent at New Orleans. 
C. E. Scott, general agent at Pittsburgh; F. W. Christopher 
general agent at Chicago; F. N. Winders, commercial agent at 
Chicago; J. T. Ferguson, general agent at Shreveport; ¢, Rp 
Markland, commercial agent at Shreveport. J. L. Welch hg 
been appointed commercial agent at St. Louis, and W. S. Firma 
has been appointed commercial agent at Los Angeles. 


DOINGS OF THE TRAFFIC CLUBS 


At the annual meeting of the Tri-City Traffic Club, January 
10, H. J. Schroeder, assistant traffic manager, Deere & (y, 
was elected president. A. J. Christiansen was reelected secre. 
tary and treasurer. Entertainment was provided by the Re 
Arrow Quartette of the Pennsylvania. The next meeting yi 
be held April 11 at Davenport. 





























The Traffic Club of Minneapolis held a meeting at the Nicol. 
let Hotel January 10. G. R. Martin, executive vice-president, 
Great Northern, spoke on “The Iron Ores of Minnesota.” 













The Traffic Clu’ of New England will hold a meeting at 
the Copley-Plaza January 15. Wallace B. Donham, dean of the 
graduate school of business administration, Harvard University, 
will speak on “The Social Significance of Business.” There 
will be a program of entertainment. 













The Columbus Transportation Club will hold a “Prosperity” 
dinner-meeting at the Neil House January 24. The speaker will 
be James W. Huffman, member of the state commission. There 
will be a program of entertainment. 














The Tri-State Traffic Club will hold its third annual dinner 
at the Connor Hotel, Joplin, Mo., January 15. Th® occasion has 
been designated “Frisco Day,” and the following officials of that 
line will be guests: President J. M. Kurn, St. Louis; J. R 
Koontz, vice-president, St. Louis; J. N. Cornatzar, assistant to 
vice-president, St. Louis; S. §. Butler, general traffic manager, 
St. Louis; George MacGregor, traffic manager, Kansas City, ani 
J. H. Doggrell, superintendent of transportation, Springfield. 




















The Traffic Forum of New York held its monthly dinner at 
the Villa Rafoli January 8. A theater party will be held at 
Ziegfeld’s Theater February 5, to be followed by a dinner at 
the Pennsylvania Hotel. 


















The following officers were elected at the last meeting of 
the Pi Alpha Epsilon Society: President, John Anderson, §, F. 
Whitman & Sons; vice-president, Fred Walter, Jr., Baltimore & 
Ohio; secretary, Lewis E. Johnston, Philadelphia Gas Works 
Company; treasurer, George B. Street, Ajax Metal Company. 
The next meeting of the Traffic Study Club of Philadelphia wil 
be held in the State Fensible Infantry’s Armory January 25. The 
speaker will be Mr. Frazier, from the grain inspection bureal 
of the Chamber of Commerce, Port of Philadelphia. Also there 
will be an impromptu debate on the subject, “Resolved, That 
Philadelphia Should Be Granted an Increase in the Differential 
Over New York.” The speakers on the two sides will be 4 
follows: Affirmative, Fred Walter, B. & O.; Charles Ramsey, 
Pennsylvania; George Dove, B. & O.; Daniel Green, J. & 
Brill & Co.; Charles Molin, grain inspection bureau, Port of 
Philadelphia; negative, S. Clair Stokley, Viscose Manufacturing 
Company; Samuel Fisher, Viscose Manufacturing Company; 
Henry A. Milligan, Reading Railroad; John Anderson, §. F. 
Whitman & Sons, and George B. Street, Ajax Metal Compaly. 
A series of debates will be held throughout the year. At the 
March meeting the subject will be “Resolved, That the Railroads 
Should Not Renew the Contracts of the Express Companies, but 
Should Handle the Business Themselves.” 





The Pacific Traffic Association held a meeting at the Palace 
Hotel, San Francisco, January 8. R. C. Bray spoke on “ 
of Lading” and Newton C. Bell, world traveler and fellow 
the Royal Geographic Society of England, spoke on “Transports 
tion in Foreign Lands.” 





The Traffic Club of Chicago will hold a dinner party and 
dance in its club rooms at the Palmer House January 17. 
afternoon bridge for the ladies and their friends will be 
preceding the dinner. The ladies have been invited to use the 
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; The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
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fa} ways knows the exact situation with 
[| regard to his rates and those of his 






competitor. 









When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 
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Are you taking advantage of il 
i) this privilege of having a voice [el 
el in the making of your own rates? 
@ 
Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
[| hearing bulletins and disposition 

notices of several of them, and more 
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than ten other important items. 











May we send you a copy 
of the current number? 


The Traffic Bulletin 
418 S. Market St. Chicago, Illinois 
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YESTERDAY—A LUXURY 
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T5—Sliding Shelf Section 
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T7—Low Sanitary Base Section 


Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 








facilities of the club for card parties or other entertainments 
the first and third Thursday afternoons of each month. 




























































The Indianapolis Traffic Club will hold its annual election 
at the Severin Hotel January 24. Two tickets of nominations 
have been presented, both of which are headed by W. F. Ben- 
ning for -president. 





The Traffic Club of Philadelphia will hold its twenty-first 
annual dinner at the Bellevue-Stratford January 22. Simeon D. 
Fess, U. S. senator from Ohio, and “Senator Ford,” from Michi- 
gan, will be the speakers. Henry Wolf Bikle, general attorney, 
Pennsylvania, will be toastmaster. There will be a program of 
entertainment. 





The York Traffic Club will hold its annual banquet at the 
Yorktowne Hotel January 17. John B. Kennedy, associate 
editor, Collier’s Weekly, will speak on “Civics for the Civilized.” 
A turkey dinner will be served and there will be an elaborate 
program of entertainment. The annual meeting and election of 
officers will be held at the assembly room, Manufacturers’ Asso- 
ciation, January 25. Two nominations have been presented for 
each office. S. P. Davin and C. E. Wallace are the candidates for 
president. 





The Traffic Club of Wichita held an “Inaugural Meeting” 
at the Broadview Hotel January 10. 





The Motor City Traffic Club held its annual dinner at the 
Book Cadillac Hotel January 1. Charles Barham, vice-president 
and traffic manager, N. C. & St. L., was the principal speaker. 
W. C. Cowling, director of transportation, Ford Motor Company, 
was toastmaster. There was a vaudeville program. 





The Traffic Club of St. Louis held a luncheon at the New 
Jefferson Hotel January 7. There was a program of entertain- 
ment. 





The Transportation Club of St. Paul held a luncheon at the 
Union Depot dining room January 8. Henry Schmitz, professor 
and chief of division of forestry, University of Minnesota, spoke 
on “Reforestation.” There was a program of entertainment. 
The eighth annual election will be held January 15. The nom- 
inating committee has presented a ticket of two nominations 
for each office, headed by C. K. Landis, assistant general freight 
agent, Soo Line, and R. M. Hatfield, general agent, freight de- 
partment, C. G. W., candidates for president. 





The Junior Traffic Club of Minneapolis will hold its annual 
banquet in the club rooms of the Traffic Club of Minneapolis at 
the Nicollet Hotel, January 14. Short talks will be made by a 
number of prominent traffic men. An attendance of three hun- 
dred is expected. 





The Traffic Club of Kansas City held a luncheon at the 
Baltimore Hotel January 7. There was a program of entertain- 
ment. Due to protests relative to the change of the weekly 
meeting day from Tuesday to Wednesday, it has been decided 
to hold the meetings on Monday. 





The annual meeting of the Traffic Club of Detroit will be 
held at the Hotel Statler January 19. Election of the board of 
governors will be held in the club rooms the same day, from 
12, noon, until 7:30 p. m. The annual dinner will be given in 
the Masonic Temple February 14. 





At the annual meeting of the Traffic Club of Montreal, the 
following officers were nominated: President, C. Norman Ham, 
chairman, Express Traffic Association of Canada; vice-president, 
R. E. Larmour, general freight agent, Canadian Pacific; secre- 
tary-treasurer, F. T. Parker, traffic manager, Canadian Indus- 
tries, Limited; directors, A. D. Huff, traffic manager, Canadian 
International Paper Company; J. B. Thom, foreign freight de- 
partment, Canadian National; C. C. Bonter, passenger fraffic 
manager, Canada Steamship Lines, and A. E. Elliott, traffic 
manager, Dominion Bridge Company, Limited. 





The first meeting of the EI Paso Traffic Club in 1929 was 
held at the Hotel Paso del Norte January 7. The following 
officers were elected: President, E. F. Anderson, assistant 
freight claim agent, Southern Pacific; first vice-president, W. M. 
Upperman, traffic manager, Southwestern Portland Cement Com- 
pany; second vice-president, J. R. Dalby, district passenger 
agent, Texas & Pacific; third vice-president, F. W. Greuling, 
traffic manager, Western Purchasing Company; secretary-treas- 
urer, F. C. Tockle, traffic manager, El Paso Sash & Door Com- 
pany; directors, E. R. Tanner, traffic manager, El] Paso Freight 
Bureau; W. C. Leighton, chief clerk, general freight department, 
Mexico Northwestern Railway; J. J. Finney, chief of tariff bu- 
reau and office manager, Southern Pacific Company, general 
freight department. On January 14 the club will hold its annual 
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banquet atthe Chocolate Shop. In addition to the dinner ther 
will be a program of entertainment and dancing and Officers 

be installed. J. J. Finney is chairman of the committee on 
arrangements. 





The Traffic Club of, St. Louis will hold a luncheon at the 
New Jefferson Hotel January 14. The Rev. Arnold H. Lowe, of 
the Kingshighway Presbyterian Church, will speak on “Present 
Day Problems.” 





There was an attendance of more than 300 members ang 
guests at the third annual dinner of the Traffic Club of Ney 
Orleans at the Roosevelt Hotel January 5. B. G. Dahlberg 
president of the Celotex Company, Chicago, who was the prip. 
cipal speaker, outlined the growth of his company and the re. 
habilitation of the Louisiana sugar industry. The dinner’ was 
opened by Stewart Burnett, traffic manager Southern Cotton 0jj 
Company, who presented a watch and chain to Joseph Lallande, 
the retiring president, on behalf of the club membership. yy. 
Lallande made an address of thanks and was followed by W. p, 
DeFrance, his successor as president, who made a short talk. 
Earnest T. George, vice-president Seaboard Refining Company, 
was toastmaster. The invocation was delivered by the Rey. 
William McF. Alexander, of the Prytania Street Presbyterian 
Church, and the benediction by Father A. J. de Monsabert, of 
Loyola University. A short talk was made by Mayor Arthur J, 
O’Keefe. 


GREAT LAKES ADVISORY BOARD 


The twenty-third meeting of the Great Lakes Regional Ad. 
visory Board will be held at the Hotel Statler, Detroit, Jany. 
ary 17. It is expected that two thousand industries of the dis. 
trict will make known anticipated car requirements for the first 
quarter of the year through thirty commodity committees. Chair. 
men representing these groups will offer the views of the auto. 
mobile and steel industries, ore shippers, the lumbermen, grain 
dealers, canners and growers, sand, stone, gravel and other 
building materials’ interests, and miscellaneous manufacturers, 
Members of the bankers’ committee, composed of bank officials 
from Michigan, Ohio, Pennsylvania and New York, will present 
a review of conditions in the territory. Chambers of commerce 
delegates from the principal cities will report on their local de 
velopments. 

C. S. Dunford, professor of economics, Michigan State Col 
lege, Lansing, chairman of the transportation research committee 
of the board, will speak on the relationship of the various fac- 
tors entering into the making of business forecasts. S. T. Stack- 
pole, traffic manager for the Pennsylvania, at Chicago, is ex- 
pected to have a topic of interest to both the railroads and 
shippers. 

Henry Shearer, assistant vice-president and general manager 
of the Michigan Central and president of the Traffic Club of 
Detrot, will serve as toastmaster at a business luncheon spon- 
sored by the latter organization scheduled to follow the morn 
ing session of the board. William B. Stout, consulting engineer, 
airplane division of the Ford Motor Company, and president of 
Stout Air Services., Inc., will be the speaker at the luncheon. He 
is the originator of the all-metal plane and will have as his sub- 
ject “The Coordination of Air and Rail.” 

Meetings will be held on January 16 by the executive com: 
mittee and by railroad officials of the district. Kenneth A. 
Moore, of the National Automobile Chamber of Commerce, presi 
dent of the board, will preside. 





SOUTHWEST ADVISORY BOARD 

The reports of the commodity committees of the Southwest 
Shippers’ Advisory Board estimating prospective car require 
ments from the first quarter of the year, as compared to actual 
shipments in the same period of 1928, show increases in 18 of 
the commodities covered, decreases in 3, and no change in 8. 

Of those in which an increase of movement is expected, 
the percentages reported are as follows: Coal, coke and lignite, 
5; cotton, 20; cotton seed and products, 20; cotton mills and 
products, 20; drugs, wholesale, 5; farm implements and cotton 
gin machinery, 10; glass and glass products, 25; grain and 
hay, 15; grain products, 10; hardware, 5; iron and steel, 5; 
miscellaneous, 5; paper and products, 5; perishable products, 
10; rice and products, 10; salt and products, 5; sugar, molasses 
and cane, 15, and sulphur, 5. ‘ 

The decreases, by per cent, were reported as follows: Coal, 
coke and lignite, 10; live stock, 5, and retail lumber, 20. 

No change in movement was anticipated in cement; creo 
soted products; groceries, wholesale; fertilizer; lumber and 
forest products; naval stores; petroleum and products, and 
sand, gravel and stone. 


CHICAGO SHIPPERS’ CONFERENCE 


At its monthly meeting, January 9, the Chicago Shippers 
Conference Association voted to intervene in docket 21723, the 
general investigation into container car service instituted by 
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the Commission. No definite action was contemplated other 
than the protection of the interests of Chicago shippers in the 
event developments should require that. A matter of interest 
in connection with the reports of the chairmen of the standing 
committees was the first report of the recently appointed air 
transportation committee by its chairman, Thomas Wolfe, Jr., 
division traffic manager, National Air Transport, Inc. The air 
lines, in all instances, do not take into considerataion the needs 
of the shipper, according to him. It would be the purpose of 
his committee, he said, to see that that was done as to sched- 
ules, the establishment of terminals, and all other matters. He 
declared that the coming spring would see the beginning of 
extensive air transportation. In that connection he referred to 
the fact that the first consolidated ticket office to be established 
in the country had recently been opened in Chicago. 


NEW YORK FREIGHT FORWARDERS 


At the annual meeting and dinner of the New York Freight 
Forwarders’ Association this week, Frederic Henjes, Jr., was 
elected president to succeed Ernest F. M. Wye, of Meadows, 
Wye & Co. Members heard reports of the growing activities 
of the organization at the business session preceding the din- 
ner. Nominations for other officers were accepted as offered by 
a committee without opposition. E. R. Hayde is the new vice- 
president and F. A. Mahoney continues as secretary-treasurer, 
with the following comprising the board of governors: J. A. 
Baker, C. A. Hall and S. G. Van Hoesen. 


ILLINOIS CENTRAL ESSAY CONTEST 


An essay contest on the subject of “The Future of the Rail- 
roads,” open to undergraduates of universities and colleges on 
the Illinois Central, has been announced by President Downs, 
of that road. A general prize of $100 has been offered, and local 
prizes of $25 for the best essays from each of the some forty- 
eight institutions embraced. The essays must be between 600 
and 1,000 words long. The contest closes February 28. The 
purpose of the contests is, according to the announcement, “to 
make a test of student interest in its educational advertisements 
on railway topics,” published in the student publications of the 
various schools. The judges are to be as follows: G. J. Bunt- 
ing, vice-president, accounting and treasury departments; F. 
L,. Thompson, vice-president, Chicago terminal improvement and 
valuation departments, and R. V. Fletcher, general counsel. 


LUMBER SHIPMENTS 


With twenty-eight fewer mills reporting, many mills oper- 
ating part time or shut down for semi-annual repairs, and the 
customary holiday interruptions to business, both production 
and demand for lumber declined sharply in Christmas week. 
Shipments also showed a heavy decrease from the previous 
week, according to reports from 786 hardwood and softwood 
mills to the National Lumber Manufacturers’ Association for 
the week ended December 29. These decreases affected both 
hardwood and softwood and were considered as typically sea- 
sonal. But the volume of business was larger than in the corre- 
sponding week of 1927. The usual late fall and early winter 
decline in lumber demand has been more moderate this season 
than in recent years, and the industry looks forward to a steady 
winter market, according to the association. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of eight softwood and two hard- 
wood regional associations, for the two weeks indicated: 


Week Ended Dec. 29 Preceding Week, 1928+ 
Softwood Hardwood Softwood Hardwood 
Mills (or units*)......... 510 347 518 367 
Co, eae 153,772,000 42,634,000 299,216,000 56,001,000 
Shipments ....... eseeeeee 199,361,000 40,687,000 263,956,000 48,352,000 
Orders (new business)... 207,315,000 42,463,000 280,056,000 58,766,000 
*A unit is 35,000 feet of daily production capacity. +Revised. 


Despite the fact that nine fewer mills reported for the week 
ended January 5, lumber production, shipments and orders 
showed a good gain, indicating a rapid return to normal from 
the Christmas week decline, when many mills operated part 
time for semi-annual repairs, according to the National Lumber 
Manufacturers’ Association. Production showed the greatest 
gain while shipments and orders also took a marked upward 
trend. Indications of a steady winter market were being borne 
out by the rapid recovery of business in all three factors, which 
far exceeded figures for the corresponding week of 1927. 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood and two 
hardwood regional associations, for the two weeks indicated; 
000’s omitted: 


Preceding 
Week, 1928 (Revised) 
Softwood Hardwood 


Week Ended Jan. 5 
Softwood Hardwood 


Mills (or units*)....... 507 338 514 347 
ga ee 225,458 37,679 158,425 42,634 
ee En. 242,754 38,184 205,403 40,687 
Orders (new bus.)...... 239,553 37,800 213,442 42,463 


*A unit is 35,000 feet of daily production capacity. 


THE TRAFFIC WORLD 





Vol. XLII, No.2 





No. 21772. Interstate rates between points in Missouri. 
This is an investigation instituted by the Commission jn con- 
nection with Consolidated Southwestern Cases. 


No. 21773. Pine Bluff Grain Exchange for Cook-Bahlau Feed Many. 
es Co. et al., Pine Bluff, Ark., vs. St. Louis-Southwestepy 
et al. 

Unreasonable rates on grain and grain products, from St. Lo 
Mo., and other points on the St. Louis-Southwestern to ts 
on the Kansas City Southern and Texarkana & Ft. Smith south 
of a nga Ark. Ask rates for future and restoration of former 
routings. 


No. i. eee Culvert and Flume Co., Pueblo, Colo., vs, Santa 
e et al. 
Rates and charges in violation of sections 1, 3 and 6 of the act on 

corrugated sheet iron or steel, from Gary, Ind., to Pueblo, 
there fabricated into corrugated galvanized sheet iron or 
riveted pipe, and forwarded in carloads to points in New M 
and Texas. Asks rates for future and waiver of charges -g 
reparation. : 
No. 21775. Charles Boldt Paper Mills Co., Cincinnati, O., vs. New 
Iberia & Northern et al. 
Unreasonable demurrage charges on scrap paper consigned to 
New Iberia, La. Asks cancellation of charges. 
No. 21777. Amicon Fruit Co., Columbus, O., vs. A. C. L. et al, 
Rates in violation of sections 1 and 4 of the act, on stray. 
berries and fresh vegetables, from Atkinson, N. C., to Bluefield, 
W. Va. Asks rates for future and reparation. 
No. 21778. National Cottonseed Products Corp., Memphis, Tenn., vg, 
Southern et al. 
Rates in violation of sections 1 and 4 of the act, on cottonseed, 
from Collierville, and other Tennessee points to Louisville, Ky, 
Asks rates for future and reparation. 


No. 21779. O. A. Smith Agency, Inc., Cincinnati, O., vs. A. C. L. et al, 

Rates in violation of first three sections of the act on pulpboard, 

from Hartsville, S. C., to Nashville, Tenn. Asks rates for future 
and reparation. 

No. 21780. Kistler Leather Co., et al., Boston, Mass., vs. P. S. & N, 

Rates in violation of sections 1 and 3 of the act on bituminous 
coal, from Proctor, Pa., to Olean, N. Y. Asks rates for future 
and reparation. 

No. sept _ Sandusky Cement Co., Cleveland, O., vs. Illinois Cen- 
tral et al. 

Alleges that service accorded by defendants to transportation 
of cement, from Dixon, IIl., to points in Wisconsin and other states 
is in violation of section 1 of the act. Asks routes and service 
on cement from Dixon to destinations on C. M. St. P. & P. 


No. 21782. Se ag Bag & Paper Corporation, New York, N. Y., vs. D. 
& H. et al. 

* ‘Unreasonable rates on paper shopping bags in mixed carloads 
with other paper bags between Hudson Falls, N. Y., and New 
York, N. Y., Baltimore, Md., and Chicago, Ill. Asks rates for 
future and reparation. 


No. 21783. Vulcan Corporation, Portsmouth, O., vs. Arcade & Attica 
et al. % 

Rates in violation of first three sections of the act, on rough 
turned wooden blocks, from Croghan, and other New York points 
to Johnson (City, N. Y., Montello, Mass., and St. Louis, Mo. Asks 
rates for future and reparation. 

No. 21784. White Eagle Oil & Refining Co., Kansas City, Mo., vs. 
Santa Fe et al. 

Unreasonable rates and charges on refined petroleum products 
and fuel, gas and road oil, from North Ft. Worth, Tex., Augusta, 
Kan., and Topeka, Kan., and other points in North Texas district 
within Oklahoma and Kansas, to points in Missouri. Asks rates 
for future and reparation. 

No. 21785. Arizona Hay & Grain Co., Phoenix, Ariz., vs. Santa Fe 
et al. 

Unreasonable rates on alfalfa hay, from Casa Grande, Phoenix 
and other Arizona points to Denver, Colo. Asks rates for future 
and waiver of undercharges. 

No. 21789. Burkett & Co. et al., Wiley, Colo., vs. Santa Fe et al. 

Unreasonable rates on petroleum products, from points in Kan- 
sas, Oklahoma and Texas to points in Colorado. Ask rates for 
future and reparation. 

No. 21790. Warren Lamb Lumber Co., Rapid City, S. D., vs. C. B. & 

. et al. 
+n and illegal rates and charges on lumber, from 
Rapid City, S. D., to points in New York, Michigan and Ohio. 
Asks refund of overcharges. 

No. 21791. El Paso (Tex.) Freight Bureau et al. vs. G. H. & S. A. et al. 

Unreasonable and discriminatory rates on cotton piece goods or 
cotton fabrics, L. C. L., from El Paso, Tex., to New York, N. Y., 
Philadelphia, Pa., New Kensington, Pa., and Buffalo, N. Y., via 
Gulf routes. Asks reparation. 

No. 21793. L. K. Stein, doing business as Stein Potato Co., Minne- 
apolis, Minn., vs. Northern Pacific et al. 

Charges in violation of section 6 of the act, on potatoes, from 
Morinville, Alberta, to Minneapolis, Minn. Asks refund. 

No. 21794. Fred G. Jones & Co., Louisville, Ky., vs. Santa Fe et al. 

Rate and charges in violation of sections 1, 3 and 6 of the act, 
on ironing board cabinets, from Los Angeles, Calif., to Louisville, 
Ky. Asks refund and waiver of collection of undercharges. 

No. 21795. 
et al. 

Rate in violation of sections 1 and 4 of the act, on second-hand 
cast iron pipe, from Albany, Ga., to Norfleet, Fla. Asks repara- 


tion. 
Egyptian Tie & Timber Co., St. Louis, Mo., vs. Missouri 


Hardaway Contracting Co., Columbus, Ga., vs. A. C 


No. 21796. 
Pacific et al. 

Unreasonable rates on mine timbers, from stations on Mo. Pac. 
in Missouri to points in Illinois on N. Y. C. & St. L. Asks rates 
for future and reparation. 

No. 21798. Potato Implement Co., Traverse City, Mich., vs. Ann 
Arbor et al. 

Unreasonable rates on agricultural implements hand planters, 
not wheeled, from Traverse City, Mich., to points in the three 
classification territories. Asks rates for future. 

No. 21799. W. J. Latchford, doing business as W. J. Latchford Co. 
et al., Los Angeles, Calif., vs. Santa Fe et al. 
Unreasonable rates and charges on tank blocks, from Vincennes, 
Ind., St. Louis, Mo., and Steubenville, O., to Los Angeles and 
other California points. Asks rates for future and reparation. 
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The Cotton Concentration Company 


Incorporated 


Concentrators and Distributors of Cotton 
and General Merchandise 


Located at GALVESTON, TEXAS 
The World’s Largest Cotton Port 










THE ONLY DIRECT ALL-WATER ROUTE 
SERVING WITHOUT TRANS-SHIP MENT 

New York - Buffalo - Cleveland - Toledo - Detroit 

Oswego - Hamilton, Ont. 









Six High Density Compresses, Capacity 6,000 Bales 
Per Day. 


Eecuippea with Sprinkler System Throughout. 






Reiiavie Transportation at a Moment’s Notice. 






YF arious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


J[ntesrity of Our Warehouse Receipts Is Unques- 
tioned. 


apacity of Tracks Serving Plants Over 500 Cars. 



















FE stablishea System of Service. 





SHIP BY BARGE! 
via THE OPEN GATEWAY TO the SEA 


AFFORDING SHIPPERS 


Dependable Freight Service with 20% Sovings in Rates. 
Delivery Alongside Steamers at New York Without Trans-shipment. 


Nothing Less Than Ful Barge Loads Accepted. 650 gross 
tons constitute average barge load. Barges move in fleets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 























WE NEITHER BUY NOR SELL COTTON 


We Care Not “From Whence It Comes Nor 
Whither It Goes,” That’s Your 
Business and Yours Only 
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Qe HEDGER TRANSPORTATION COMPANY, Inc. one, enean J. GARRISON 

D. MEMBERS 25 Broadway, New York City, N. Y. - . . 

, AT Prodece Exchange pasate Office: Chamber of Commerce Bldg. "*ulng Gress 0495 President Vice-Pres. and Gen’] Manager 
W 










; OCEAN DOMINION STEAMSHIP CORPORATION 
: | TRANSMARINE LINES OCEAN SERVICE 


anvandmeinmmemnniiints PROPOSED SAILINGS 
. Direct Service (Subject to change without notice) 






























































































































































| Ports “nat” | “Estiana” | “Haiti? | A Steamer | 
t LOS ANGELES (wilmington—Berth 188) | | 
SAN FRANCISCO echsecines Mt 
; (Pier 39) ST. THOMAS..| Oct. 3 jy Oct. 12] Oct. 31 x fe ’ 
OAKLAND oe Seen Street Pier) ST. CROIX.....| Oct. 4 o Oct. 18 | Nov. 1/9 
: 8T. KITTS..... Oct. 5 |, Oct. 14] Nov, 9/5 
— Intercoastal ANTIGUA...... Oct. 6 | Oct. 15] Nov. 3 [2 
PORT NEWARK, N. J. (New York Harbor) GUADELOUPE.| Oct. 7 | Oct. 16 | Nov. 4 | 
Served by: DOMINICA..... Oct. 8 |S Oct. 17 | Nov. 5 |S 
an ke MARTINIQUE..| Oct. 8]m Oct. 18| Nov. 5 | 
Lehigh Valley Ratlroad Steamer 8T. LUCIA..... Oct. 9 |@ Nov. 6 |e 
January 16 SUSPEARCO BARBADOS....| Oct. 9|/% oct. 19] Nov. 6/5 
January 30 SUTERMCO Ege gg Migr gy gg yO 
AND ALTERNATE WEDNESDAYS THEREAFTER ——_——_ f 
TRINIDAD..Lv.| Oct 12 | 3 Nor. 91g 
GRENADA...... Oct. 13 |” Oct. 20] Nov. 10 “ 
ST. VINCENT.| Oct. 14 |* Oct. 20] Nov. 11 |% 
From Cumaers oa DOMINICA..... Oct. 15 & Nov. 12 rs 
MOBILE, ALA. (Alabarna State Docks) Steamer GEORGETOWN. : Oct. 24 4 
January 17 SUNUGENTCO PARAMARIE0.| ——) as 
January 31 SUNELSECO —|—___|$_—* £ 
AND ALTERNATE THURSDAYS THEREAFTER CAVENNE...... eA < 
HAMPTON a Nov. 18 | 
ROADS...Arr.| Oct. 21 
NEW YORK.Arr.| Oct. 22 Nov. 19 


TRANSMARINE LINES | ocean Dominion’ STEAMSHIP CORPORATION 


WHITEHALL sulLpine 17 BATTERY PLACE, NEW YORK, NEW YORK 


T EHONE 6 OWLING GREEN 9701 
Port Newark Terminal 5 Na Soot Ney, vk Cit NEW YORK TERMINALS: PIER 52, EAST RIVER 
Telephone Mulberry 4300 po Bl el ceed MONTREAL, P. Q HAMPTON ROADS, VA. 
- Ocean Dominion, Steamship Gor eration Chesapeake Shipping Company 
Agencies: Buffalo, Chi » Los Angeles, Mobile, of T tizens Bank Bidg. 
Oakland, Pittsburgh, n Francisco, Seat tle Gfontrest, P. a. Norfolk, Va. 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


January 14—Omaha, Neb.—Examiner Carney: 

1. & S. 3142—Switching charges at Louisville, Neb. (for purpose of 
adducing evidence to determine what are the respective interests, 
if any, of the Mo. Pac. and Rock Island in Interchange Track of 
Ash Grove Lime & Portland Cement Co. at Louisville, Neb., and 
to develop nature of rights under which past operation over such 
interchange track were conducted; and in respect of any other 
mecvnerenn | which may afford assistance in effecting the foregoing 
purpose). 


January 14—Washington, D. C.—Assistant Director Burnside: 
Finance No. 6754—Construction of branches by P. L. & W. R. R. 
Finance No. 6755—Control of P. L. & W. R. R. by Montour R. R. 


January 14—Tulsa, Okla.—Examiner Griffin: 
aay a Sub. 1)—Dunn Manufacturing Co. vs. A. T. & 8S. F. Ry. 
e A 


January 14—New Orleans, La.—Examiner Bardwell: 
1 onsolidated Southwestern Cases. 
21632—Intrastate Rates within Louisiana. 
14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 
14416—-Little Rock Board of Commerce vs. A. & S. Ry. et al. 
15463—St. Louis Chamber of Commerce vs. A. & R. R. R. et al. 


January 14—Washington, D. C.—Examiner Woodrow: 
Valuation No. 989—In re tentative valuation of the properties of 
North American Telegraph Co. et al. 
Valuation No. 1081—In re tentative valuation of the properties of 
the Mackay Companies, Land Line System. 


January 14—Cincinnati, O.—Examiner Hoy: 
21749—The Ohio Salt Co. vs. Chicago & Erie R. R. et al. (in con- 
nection with 20877, rates on salt to and between points in South- 
ern territory). 


January 15—Topeka, Kans.—Examiner Carney: 
21747 (and Sub. 1)—Nebraska State Railway Commission vs. A. T. 
& S. F. Ry. et al. 
January 15—Topeka, Kan.—Examiner Carney: 
* 21 hamber of Commerce of Kansas City vs. A. T. & S. F. Ry. 
et al. (further hearing). 


January 15—Chicago, Ill.—Examiner Disque: 
21158—Swift & Co. et al. vs. A. T. & S. F. Ry. et al. 
21423 (and Sub. 1)—North American Provision Co. vs. M. & N. A. 
Ry. (W. Stephenson, Rec.), et al. 


January 16—Rockford, Ill.—Examiner Maidens: 
21207—Chappel Bros., Inc., vs. C. B. & Q. R. R. et al. 


January 16—Argument at Washington, D. C.: 
lobe Grain & Milling Co. vs. S. P. Co. 
20209—-San Diego Chamber of Commerce vs. A. & R. R. R. et al. 
ee Cottonseed Products Corp. et al. vs. Inter-Cal. Ry. 
e ’ 
——, a York, N. Y.—Chairman Campbell and Examiner 
owell: 
1. & S. 3208—Newsprint paper from points in Canada to New York, 
N. Y., and related points. 
21738—State Co. vs. A. C. L. R. R. et al. 


ey _—— York, N. Y.—Commissioner Campbell and Examiner 

owell: 

* 21095 and consolidated cases. Rates on newsprint paper, import and 
ee, to points in Official and Southern Classification terri- 
ories. 


January 17—Argument at Washington, D. C.: 
20139—Charles B. Justice Co. vs. H. I.-U. . > 
20463—Butler’s Feed Mills et al. vs. H. I.-U. Ry. et al. 
20309—-Atlantic Coal Tar Distillates vs. B. & O. 


January 17—El Paso, Tex.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, Hay. 

16502—Board of Railroad Commissioners of State of South Dakota 
vs. C. & N. W. Ry. et al. 

19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 

12244—-Corporation Commission of Oklahoma vs. A. & S. Ry. et al. 

Fourth Section Application 13040—Hay from S. D. 

January 17—Chicago, Ill.—Examiner Disque: 
21529—Board of Trade of City of Chicago vs. A. T. & S. F. Ry. et al. 
January 17—San Francisco, Calif.—Examiner Davis: 

Finance No. 7025—Application Western Pacific California R. R. for 
authority to construct a line of railroad from San Francisco to 
Redwood City, Calif. 

January 18—Topeka, Kans.—Examiner Carney: 

21206 (Sub. 1)—Wichita Chamber of Commerce, Wichita, Kans., 
et al. vs. A. T. & S. F. Ry. et al. 

21206 (Sub. 2)—W. O. Anderson Commission Co. et al. vs. A. & W. 


Ry. et al. 
21206 (Sub. 3)—Salina Chamber of Commerce vs. A. & W. Ry. et al. 
21206 (Sub. 4)—Southeast Kansas, Inc., vs. A. T. & N. R. R. et al. 
(except in so far as the complaints bring in issue the relation 
of interstate rates with intrastate rates within Missouri). 


January 18—Argument at Washington, D. C.: 
19534—-Sheppard W. King vs. V. S. & P. Ry. et al. 
20262—. nbotham-Bartlett Co., Inc., et al. vs. A. T. & S. F. Ry. 


et al. 

ee Board of City Development et al. vs. A. T. & S. F. 

. @ 
20425—Cicero Smith Lumber Co. vs. A. T. & S. F. R. R. et al. 
20331—Lone Star Gas Co. et al. vs. C. R. I. & G. Ry. et al. 
January 18—Oklahoma City, Okla.—Examiner Griffin: 

21128—Board of County Commissioners, Garfield County, State of 

Oklahoma, vs. A. T. & S. F. Ry. et al. 


January 19—Minneapolis, Minn.—Examiner Maidens: 
21466—McCaull-Dinsmore Co. vs. C. & N. W. Ry. et al. 
21274—H. C. King & Sons, Inc., vs. Mich. Cent. R. R. 


January 19—Argument at Washington, D. C.: 
20415—State of Idaho ex rel. Public Utilities Commission of Idaho 
vs. O. S. L. R. R. et al. 
20626—E] Campo Rice Milling Co. et al. vs. A. T. & 8. F. Ry. et al. 


Finance No. 7076—Application of Louisiana & Arkansas Ry., a 
Delaware Corporation, (a) for authority to acquire and operat 
the railroad and properties of La. & Ark Ry., an Arkansag ¢op. 
poration, (b) to acquire control of La. Ry. & Navi. Co. by pyr. 
chase of capital stock and to lease the railroad of that company 
and separate application of Louisiana & Arkansas Ry, for au 
thority to issue securities and to assume certain liabilities, 


Janunary 19—Oklahoma City, Okla.—Examiner Griffin: 
21144—Williamson-Halsell-Frasier Co. et al. vs. O. S. L. R. R. et a) 


January 21—Washington, D. C.—Examiner Hays: 

Valuation No. 1 In re tentative valuation of the property of 
the B. & O. R. R. et al. 

Valuation No. 1071—In re B. & O. Chicago Term. R. R. et al. 

Valuation No. 1014—In re Indian Creek Valley Ry. 

Valuation No. 1009—In re S. I. R. T. Ry. et al. 

Valuation No. 997—In re Coal & Coke Ry. 

Valuation No. 981—In re Tylerdale Connecting R. R. 

Valuation No. 994—In re Little Kanawha R. R. 

Valuation No. 984—In re Belington & Northern R. R. 

Valuation No. 993—In re Dayton & Union R. R. 

Valuation No. 995—In re Morgantown & Kingwood R. R. (further 
hearing). 

January 21—Minneapolis, Minn.—Examiner Maidens: 

21450—Watab Paper Co. vs. A. G. S. R. R. et al. 

Portions Fourth Section Appl. 2060, filed by J. F. Tucker. 

17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 

18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 

18007—Mid-continent Refiners’ Traffic Assn. vs. A. & S. Ry et al, 

18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 

18413—Indian Refining Co. vs. A. & V. Ry. et al. 

18451—Muscle Shoals Oil Co. vs. A. & V. Ry. et al. 

18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al 

18199—Standard Oil Co. of Ky. vs. A. & V. Ry. et al. 

18253—Texas Co. vs. A. & R. R. R. et al. 

18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 

18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 

18061 (Sub. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 

18253 (Sub. 1)—Pure Oil Co. et al. vs. A. & R. R. R. et al. 

18253 (Sub. 2)—Gulf Refining Co. et al. vs. A. & R. R. R. et al. 

1. & S. 2936—Petroleum from Chicago, IIl., and St. Louis, Mo., groups 
to Miss. Valley pts. 


1. & S. 3012—Petroleum and petroleum products from the southwest ’ 


to the southeast (further hearing). 
21080 (Sub. 5)—Gilliam Oil Co. et al. vs. A. T. & S. F. Ry. et al 
21080 (Sub. 6)—Naylor Oil Co. vs. A. T. & S. F. Ry. et al. 
21115—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 
21690—Marland Refining Co. vs. A. T. & S. F. Ry. et al. 
21756—Illinois Oil Co. vs. A. T. & S. F. Ry. et al. 
1. & S. 3204—Scrap iron or scrap steel stopped in transit for pur- 
pose of handling, sorting and storing at Minneapolis, Minnesota 
Transfer and St. Paul, Minn. 


January 21—Argument at Washington, D. C.: 
18965—Albert Lea Packing Co. vs. C. M. & St. P. Ry. et al. 
19977—R. E. Funsten Co. et al. vs. A. T. & S. F. Ry. et al. 
20276—Allied Packers, Inc., et al. vs. A. & S. Ry. et al. 

January 21—Chicago, Ill.—Examiner Disque: 

1. & S. 3203—Transit provisions on grain and related commodities 
at points on C. & A. R. R. 

January 21—Washington, D. C.—Examiner Sullivan: 

* Finance No. 7298—Application of W. & L. E. Ry. under paragraphs 
18 to 20, inclusive, of Section 1, of the interstate commerce act 
for a certificate of public convenience and necessity authorizing 
it (a) to operate in passenger and allied services, for a period of 
100 years, a proposed connecting track and passing siding of the 
Cleveland Union Terminals Co.: (b) to acquire, for a period of 
100 years, passenger station facilities and service in the New 
Union Depot of the Cleveland Union Terminals Co., and (c) to 
operate, temporarily, a portion of an industrial siding track of 
the applicant, tracks and station facilities of the Erie R. R. Co. 
o— tracks of the C. C. C. & St. L. Ry., all in the city of Cleveland, 

Oo. 

* Finance No. 7299—Application of W. & L. E. Ry. under paragraphs 
18 to 20, inclusive, of section 1 of the interstate commerce act for 
a certificate of public convenience and necessity authorizing it 
to abandon a portion of its line of railroad, including its Ontario 
Street Passenger Station, in the city of Cleveland, O. 


January 21—Richmond, Va.—Examiner Molster: 

* Finance No. 7095—Application of Surry, Sussex & Southampton Ry. 
under paragraphs (18) to (21), inclusive, section 1, of the inter- 
state commerce act for certificate of public convenience and 
necessity for the construction of extensions of its line and, upon 
completion thereof, for the operation in interstate commerce of 
its present line and such extensions, and application under para- 
graph (18), section 15a, of said act for permission to retain ex- 
cess earnings of such newly constructed lines of railroad. 


January 22—Phoenix, Ariz.—Examiners Worthington and Walsh: 
21443—Sodium Products Corpn. vs. A. & S. Ry. et al. 


January 22—Chicago, Ill—Examiner Disque: 
21375—American Salt Corp., et al. vs. A. T. & S. F. Ry., et al. 


January 22—Argument at Washington, D. C.: 
as a0 e~ ee News Shipbuilding & Dry Dock Co. vs. B. & O. R. 
. et al. 

20388—United Iron & Metal Co., Inc., et al. vs. B. & O. R. R. et al. 

20054—E. I. Corbett et al. vs. Can. Pac. Ry. et al. 

20692—Polito & Moscrey Co. et al. vs. C. & N. W. Ry. et al. 

Portions of Fourth Section Application 2176. 

20070—Consumers Material Corp. vs. A. T. & S. F. Ry. et al. 

January 22—Minneapolis, Minn.—Examiner Maidens: 
21063—Ry-Krisp Co. et al. vs. A. & S. Ry. et al. 
January 23—Oklahoma City, Okla.—Examiner Griffin: 

1. & S. 3192 (and 1st sup.)—Routing cotton from St. L.-S. F. Ry. 
points in Oklahoma to Southeastern and Carolina territory, also 
to Eastern cities. 

Feurth Section Application 13578, filed by St. L.-S. F. Ry. 

January 23—Phoenix, Ariz.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, Hay. 

16502—Board of Railroad Commissioners of State of South Dakota 
vs. C. & N. W. Ry. et al. 
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Cut Damage Losses 


‘Opportunities in Traffic Management,”’ a 


64-page book, FREE, should be read by every 
man seeking advancement in traffic work. eh i t h *% i G i! oO D E 


This book points the way to the higher positions in the 


field of Traffic Management. It tells how men once on small 
salaries have demonstrated their ability to make savings for ee rr 
the companies they work for and thus rise to more responsible 


sitions. The field of Traffic Management offers real oppor- 


















only to the man who knows. Spare time study and the ‘ . - 
~ gf succeed have pushed scores of traffic employes up the Signode Tensional Steel Strapping protects 
ladder of financial success, Many LaSalle-trained traffic man- shipments at their weakest points. This makes 
agers—both in the railroad and industrial field—now command it possible to use lighter containers and have 


ies of $5,000, $7,500 a year and better. Investigate! Send : a “ . r : v4 
ar his free book today. Find out how you can qualify for even stronger shipments—saving money in con 
these higher positions through LaSalle home-study training tainer cost, freight rates, damage losses and 
and guidance. Write now for your free copy of ‘Opportunities increasing customer good-will. 
in Traffic Management.’”’ Address— 


Signode is easily and quickly aie and is 
shipment. 


LA SALLE EXTENSION UNIVERSITY, Dept. 195-T, Chicago, Ill. applicable to almost every type o 

Ask for demonstration or catalog 27T, there 
PAN MAIL S S CO is not the slightest obligation. 

AMA * * e 4 ‘ ( 10 

Fast Freight and Passenger Service Signode Steel Str app ing - 


Scheduled Fertnightly Sailings via Panama Canal 2613 N. Western Avenue, Chicago, Ill. 
From SAN FRANCISCO and LOS ANGELES to HAVANA and NEW YORK 











EASTBOUND SAILINGS 
From San Francisco From Los Angeles | 
ee an. an. 1 } 
he EEE crvvcccccccceccees Jan. 31 Feb. 2 
S. S. VENEZUELA. ........sccccees Feb. 14 Feb. 16 
S.S. GUATEMALA .............. Feb. 28 Mar. 2 





Also regular sailings for Mazatlan, Champerico, San Jose de Gh 5 led St 1$t ppi 
Guatemala, Acajutla, La Libertad, Corinto, Amapala, Puntarenas, San | e ea ee ra n 
Juan del Sur, Balboa and Cristobal (Panama), Buenaventura, Puerte, | . ’ . 
Celembia, and Cartagena, Celembia. We also manufacture round wire tensional reinforcements, all forms 
Trans-Shipment at Panama for South America and European Ports of nailed strapping, pail clasps, ——- — tag fasteners, etc. Write 
r nera t A 
Through rail export bills of lading issued in transcontinental oad = 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. Es oe } a! 
—OFFICES— = 7 < 
140 8. Dearbern St., Chicago, Ill. 2 Pine Street, San Francisce, Cal. 
10 Hanover Sq., New Yerk, N. Y. 548 S. Spring St., Les Angeles, Cal. 





What Some of Our Clients Have to Say 
About Our Service 























TIME 
ISAT A 
PREMIUM 


Styles, desires, and needs change so 
rapidly today, you must have your 
goods in the market at the strategic 
time to compete and make a profit. 
The American Mail Line offers you 
swift, dependable service to and from 
Oriental ports. Sailings every other 
Saturday by ‘‘President Liners’’ from 
Seattle. Arrivals from the Orient on 
alternate Mondays. Through bills of 
lading issued to all Oriental ports. Speed 
your shipment over ‘‘the Short Route.”’ 








JUST A STEP IN THE FORE 


Other sources from which traffic advice emanates 
may falter at times—our “Watching” Service seldom 
does. Expedition is an important factor in correct 
business management. 


CHEVROLET MOTOR COMPANY 
General Motors Bldg. 
DETROIT, MICH. 

File 50-S, April 22, 1925. 

Steel Commodity Rates. 


Traffic Service Corporation, 
310 Mills Bldg. 
Washington, D. C. 


Gentlemen: I appreciate receiving from you, 
copy of the Commission’s mimeographed decision in 
Docket No. 15110, Jones-Laughlin Steel Corporation 
v. Baltimore & Ohio Railroad Company et al. 

We were greatly interested in the outcome of this 
case and as yet decision has not been furnished us 
by the Commission so that your action in mailing a 
copy to me is very pleasing and appreciated. 

Yours very truly, 
(Signed) C. R. SCHARFF, 
EFS:DS Traffic Director. 


————————————————————————————————————————_—£{_£_—aT————————— 

Write us for further information 

The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 




























































Seven express ‘‘Cargo Liners’’ augment 
this service. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W.G. ROCHE, Inc., Gen. Agt. R. Lf ag a Gen. Agt. 
1714 Dime Bank Bldg. 110 Sd. Dearborn St. 
Detroit, Mich. Chicago, Ill. 


L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 
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19222—-Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—Corporation Commission of Oklahoma vs, A. & S. Ry. et al. 
Fourth Section Application 13040—Hay from 8S. D. 


January 23—Argument at Washington, D. C.: 
20735—-General Alloys Co. vs. A. C. & Y. Ry. et al. 
20790—National Knitted Outerwear Assn. vs. A. C. & Y. Ry. et al. 
16808—Union Smelting & Refining Co. et al. vs. Penna. R. R. et al. 
20396—Charles Dreifus Co. et al. vs. Penna. R. R. et al. 


January 24—Washington, D. C.—Director Mahaffie: 

* Finance No. 7316—In the Matter of Future Conduct of Express Busi- 
ness, 

* Finance No. 7322—In the Matter of Application of Railway Express 
Agency, Inc., and participating railroads for authorization of 
(1) issue of certain securities by railway express agency, (2) 
acquisition by participating railroads of control of railway ex- 
psoas agency by purchase of stock and (3) common directors and 
officers. 


January 24—Argument at Washington, D. C.: 
20665—United Paperboard Co., Inc., vs. B. & A. R. R. et al. 
20828—Lebanon Steel & Foundry vs. Penna. R. R. et al. 
20487 (and Sub. 1)—Menominee Chamber of Commerce on behalf of 
Northern Hardware & Supply Co. vs. C. & N. W. Ry. et al. 
* Finace No. 6878—Joint Application of Southern Pacific Co., Southern 
Pacific R. R., A. T. & S. F. Ry., Pacific Electric Ry., L. A. & S. 
L. R. R., and City of Los Angeles by its Board of Harbor Com- 
missioners for authority to operate jointly certain tracks at Los 
Angeles Harbor. 
January 24—Chicago, Ill—Examiner Disque: 
1. & S. 3216—Agricultural Implements from La Porte, Ind., to Texas 
Gulf ports, for export. 


January 24—San Francisco, Calif.—Examiner Davis: 
Finance No. 7130—Application Turlock & Eastern Ry. for authority 
to construct a line of railroad in Stanislaus and Merced counties, 
Calif. 


January 24—Washington, D. 
17212—Parkersburg Rig & Reel Co. vs. A. T. & S. F. Ry. et al. 
18697—Parkersburg Rig & Reel Co. vs. A. T. & S. F. Ry. et al. 

(further hearing, with respect to issues of reparation). 


January 25—Chicago, Ill.—Examiner Disque: 
* 1. & S. 3218—Plumber goods between points in Central, Illinols and 
Western .Trunk Line territories. 


January 25—Washington, D. C.—Examiner Simons: 
* 18221—Mineral Mining & Milling Corp. vs. A. T. & S. F. Ry. et al. 


January 25—Oklahoma City, Okla.—Examiner Criffin:, 
1. & S. 3175—Routing of export grain from Oklahoma to Louisiana 
ports. 
January 25—Argument at Washington, D. C.: 
16383—Adams-Bank Lumber Co. et al. vs. A. & R. R. R. et al. 
16383, Sub. 2—Adams-Bank Lumber Co. et al. vs. A. & R. R. et al. 
1. & S. 2639—Lumber from S. E. territory to Northern and West- 
ern points. 
1. & S. 2479—Lumber and forest products between Southern points 
and destinations in Virgiinia. : 
18230—Muscle Shoals Traffic Bureau for Florence Lumber Co. et al. 
vs. A. C. & Y. Ry. et al. 
16383, Sub. 1—Southern Pine Assn. et al. vs. A. C. & Y. Ry. et al. 
* Finance No. 6787—Application of Pecos & Northern Texas Ry. for 
authority to construct a line of railroad from Hale Center to 
Parmerton, Tex. 


January 26—Chicago, Ill.—Examiner Disque: 
21657—Armour & Co., et al. vs. St. L.-S.-F. Ry. 


January 28—Green Bay, Wis.—Examiner Maidens: 
ee Bay Association of Commerce et al. vs. A. T. & S. F. 
ty. et al. 


January 28—Los Angeles, Calif.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, Hay. 
16502—Board of Railroad Commissioners of State of South Dakota 
vs. C. & N. W. Ry. et al. 
19222—-Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—Corporation Commission of Oklahoma vs, A. & S. Ry. et al. 
Fourth Section Application 13040—Hay from S. D. 


January 28—Argument at Washington, D. C.: 
18216—National Leather Co. vs. A. T. & S. F. Ry. et al. 
18643—Armour & Co. et al. vs. A. T. & S. F. Ry. et al. 
18740—Central Leather Co. et al. vs. A. C. & Y. Ry. et al. 
19208—Armour & Co. et al. vs. A. C. & Y. Ry. et al. 
20167, _—— 1—Eagle-Ottawa Leather Co. vs. C. C. C. & St. L. 
Ry. et al. 


January 28—Dallas, Tex.—Examiners Fuller and Peyser: 
17000—Rate Structure Investigation, Part 4 and 4a, rates on refined 
petroleum products. 
16272—Lone Star Gas. Co. vs. A. T. & S. F. Ry. et al. 
17441—Transcontinental Oil Co. vs. St. L.-S. F. Ry. et al. 
17459—Texhoma Oil & Refining Co. vs. C. R. I. & G. Ry. et al. 
17498—Litwood Oil & Supply Co. et al. vs. A. T. & S. F. Ry. et al. 
17678—The Texas Oil Co. vs. H. E. & W. T. Ry. et al. 
18336—Gibson Oil Co. vs. A. W. Ry. et al. 
= > ge Mae 1)—Cities Service Oil Co. et al. vs. A. T. & S. F. 
y. et al. 
18576—Oriental Oil Co. vs. A. T. & S. F. Ry. et al. 
18578—Empire Refineries, Inc., vs. A. & L. M. Ry. et al. 
vot fone 2. 5a Refineries, Inc., et al. vs. A. T. & 
@ 2 y. et al. 
19609—Standard Oil Co. of La. vs. A. T. & S. F. Ry. et al. 
19928—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 
20002—Louisiana Oi] Refining Corp. vs. A. & N. R. R. R. et al. 
20245—Transcontinental Oil Co. vs. C. R. I. & P. Ry. et al. 
20510—Lone Star Gas Co. vs. M.-K.-T. R. R. et al. 
20835—Gulf Refining Co. et al. vs. A. & S. Ry. et al. 
“—_ Gee Subs. 1 to 4, incl.)—Anderson Oil Co. et al. ws. A. & S. 
y. et al. 
21435—Mid-Continent Petroleum Corp. et al. vs. A. V. I. Ry. et al. 
18458—Rates on petroleum and petroleum products within the ter- 
ritory on and east of the Mississippi River, and south of the 
Ohio River and east of the Indiana-Illinois State Line, and from 
points without to points within said territory. 
17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 
17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 
* 21784—White Eagle Oil and Refining Co. vs. A. T. & S. F. Ry. et al. 
January 28—Washington, D. C.—Assistant Director Burnside: 
* Finance No. 4107—Deficit claim of Gideon & North Island R. R. 
January ae Springfield, Mo.—Examiner Carney: 
* — ver of Commerce of E. St. Louis, Ill, vs. A. T. & S. F. 
y. et al. 
* os - acca Chamber of Commerce et al. vs. A. T. & 
S. F. Ry. et al. 


C.—Examiner Taylor: 
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* hs 4 (Bub. 2)—W. O. Anderson Commission Co, et al. vs. A, & W 

y. et al. , 

* 21206 (Sub. 3)—Salina Chamber of Commerce vs. A. & W. yy: et al, 
R, 


* 21206 (Sub. 4)—Southeast Kansas, Inc., vs. A. T. & N. et 

* 21215—Chamber of Commerce of BP. St.’ Louis, Ill., vs. A. T.&§ al 
Ry et al. FE, 

* 9702—-Memphis-Southwestern Investigation. 

* 21772—Interstate rates between points in Missouri. 

* 13535—Corporation Commission of Oklahoma vs. A. & R. R. R et 
(further hearing). "Ca 

* 11483—Cairo Association of Commerce vs. Butler County R. R, et 
(further hearing). ~ Cal 


January 28—Washington, D. C.—Examiner Hosmer: 
* 16321—State Corporation Commission of State of Virginia vs A. & 
R. R. R. et al. (further hearing). ao 


January 28—DeQueen, Ark.—Examiner Griffin: 
1. & S. 3189—-Lumber transited at points on DeQueen & Eastern R R 
and Texas, Oklahoma & Eastern R. R, bie 


January 28—New Orleans, La.—Examiner Bardwell: 
17224—Wausau Southern Lumber Co. vs. A. G. 8. R. R., et al 
17068—W. P. Brown & Sons Lumber Co. vs. A. G. 8. R. R., et al 
17298—Wausau Southern Lumber Co. vs. A. G. 8S. R. R., et al. 
17858—Southern Pine Assn. vs. A. & V. Ry., et al. : 
19522 (and Sub, Nos. 1 to 6, Incl.)—South Bend Chamber of Com- 

merce for St. Joseph Valley Lumber Co. vs. L. & N. R. R. et al, 
teen _ ~y pn: ans, mage = the amount of damages and 
reparation due complainants under findings of the 

reported in 142 ICC 621.) Commilatiog 

January 29—Chicago, Ill.—Examiner Disque: 
21417—-Traffic Bureau, Moline Association of Commerce et al. vg, A 

T. & S. F. Ry. et al. 

January 29—Argument at Washington, D. C.: 

* Finance No. 6113—Application C. & O. Ry. 
additional shares of common capital stock. 

* Finance No. 6114—Application C. & O. Ry. for authority to acquire 
control of the Erie R. R. and Pere Marquette Ry. by purchase of 
capital stock. 

February 4—Washington, D. C.—Assistant Director Burnside: 

* Finance No. 5454—Reorganization and control of A. B. & A. Ry, 

* Finance No. 5470—Application for authority to acquire control of 
A. B. & C, R. R. by purchase of capital stock and to assume 
certain obligations. 

Sapper yg ne me Davis: 
nance No. —Application C. & S. Ry. for authority to ab 
a part of its Platte Canon Line, with certain iranenes thereat a 

Finance No. 7092—Application City and County of Denver for au- 
thority to abandon that part of the C. & S. Ry. between Water- 
ton and Buffalo, Colo. 


January 30—Argument at Washington, D. C.: 
vegueen ne 863—In re tentative valuation of property of G. H. 
. as ee 
Valuation No. 701—In re Iberia & Vermillion R. R. 
Valuation No. 728—In re Houston & Shreveport R. R. 
Valuation No. 737—In re Lake Charles & Northern R. R. 
Valuation No. 750—In re Direct Navigation Co. 
Valuation No. 756—In re Texas and New Orleans R. R. 
Valuation No. 784—In re Louisiana Western R. R. 
Valuation No. 804—In re Houston and Texas Central Ry. 
Valuation No. 854—In re El Paso Union Passenger Depot Co. 
ib ee No. 883—In re Morgan's Louisiana and Texas R. R. and 
» a 
Valuation No. 923—In re Southern Pacific Terminal Co. 
Valuation No. 842—In re Houston East and West Texas Ry. 


January 30—Hope, Ark.—Examiner Griffin: 
17792—Hope Fertilizer Co. vs. B. & O. R. R. et al. 


January 31—Chicago, Ill.—Examiner Disque: 
= ‘ome Sub. 1)—ITIllinois Coal Traffic Bureau vs. A. & E. R. R. 
et al. 


January 31—Little Rock, Ark.—Examiner Griffin: 
1. & S. 3186—Concentration of cotton at Little Rock, Ark. 


February 1—Argument at Washington, D. C.: 
* 20247—The Public Utilities Commission of Ohio vs. Penna. 
* 20746—A. Johnston, 

Locomotive Engineers, et al. vs. A. & R. R. 


February 1—Detroit, Mich.—Examiner Maidens: 

1. & S. 3202—Boilers, Stoves, Furnaces and Radiators between III. 
Cc. F. A. and W. T. L. territories. 

* 1. & S. 3202 (2nd supplemental order)—Boilers, stoves, furnaces and 
ee eg between Illinois, C. F. A. and Western Trunk Line ter- 
ritories. 

* 1, & S. 3202 (3d supplemental order)—Boilers, stoves, furnaces and 
radiators between Illinois, C. F. A., and W. T. L. territories. 


February 1—San Francisco, Calif.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, Hay. 
16502—Board of Railroad Commissioners of the state of South Dakota 
vs. C. & N. W. Ry. et al. 
19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—Corporation Commission of Oklahoma vs. A. & S. Ry. et al. 
Fourth Section Application 13040—Hay from S. D. 


February 2—Little Rock, Ark.—Examiner Griffin: 
* |, & S. 3217—Grain, grain products and related articles from Okla- 
homa to Louisiana points. 


February 4—Tulsa, Okla.—Examiners Fuller and Peyser: 
17000—Rate Structure Investigation, Part 4-A, rates on refined pe- 
troleum products. 

21080 (Sub. 5)—Gilliam Oil Co. et al. vs. A. T. & 8S. F. Ry. et al 

21080 (Sub. 6)—Naylor Oil Co. vs. A. T. & S. F. Ry. et al. 

16272—Lone Star Gas. Co. vs. A. T. & S. F. ay, et al. 

17441—Transcontinental Oil Co. vs. St. L.-S. F. Ry. et al. 

17459—Texhoma Oil & Refining Co. vs. C. R. I. & G@. Ry. et al. 

17498—Litwood Oil & Supply Co. et al. vs. A. T. & S. F. Ry. et al. 

17678—The Texas Oil Co. vs. H. E. & W. T. Ry. et al. 

18336—Gibson Oil Co. vs. A. W. Ry. et al. 

18393 (and Sub. 1)—Cities Service Oil Co. et al. vs. A. T. & 8. F. 
y. et al. 

18576—Oriental Oil Co. vs. A. T. & S. F. Ry. et al. 

18578—Empire Refineries, Inc., vs. A. & L. M. Ry. et al. 

18581 (and Sub. 1)—Barnsdall Refineries, Inc., et al. vs. A. T. & 

S. F. Ry. et al. 

19609—Standard Oil Co. of La. vs. A. T. & S. F. Ry. et al. 

19928—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 

20002—Louisiana Oil Bemeens Core. vs. A. & N. R. R. R. et al. 

20245—Transcontinental Oil Co. vs. C. R. I. & P. Ry. et al. 

20510—Lone Star Gas Co. vs. M.-K.-T. R. R. et al. 

20835—Gulf Refining Co. et al. vs. A. & 8. Ry. et al. 

21080 (and Subs. 1 to 4, incl.)—Anderson Oil Co. et al. vs. A. & 5. 
y. et : 


for authority to isgue 


R. R. 
Grand Chief Engineer of the Brotherhood of 
R. et al. 
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POSITIONS WANTED OR OPEN 


—————————— 9 
SERVICES OFFERED—Traffic man thoroughly qualified railroad LE } N AR D 
SE ce Ca a ETE 


ship business including experience in commerce work as 
and a eaenees for carriers. Would accept reasonable salary with 





traffic ial field relyi Its for b 
jer or in commercial field relying on results for betterment. FREIGHT, EXPRESS, PARCEL POST 

le eB. A. M. 164, care Traffic World, Chicago, III. Rat aR : i ’ All in One Book! 

POSITION WANTED—Freight rate specialist thoroughly familiar aves GN outing — Une oSe 
with freight rate nedag moe A “| all Seeeneaeaee Somes oomnerien with Send for Sample Sheets 

7 cern; have handled many successful cases wit nterstate 
 aneercng Commission, also familiar with reparation, overcharge, G. R. Leonard & Co. 

155 N. Clark St., Chicago 15 E. 26th St., New York 


joss and damage claims, routing, etc.; backed by nine years of gen- 
— freight office experience with carriers. Address A. M. B. 166, 
care Traffic World, Chicago, 


we Bind The Traffic World 


AMS: SR OI 
in Best Grade Buckrasn for $2.25 Per Volume (26 Numbers) 
Pog Reed ee Meck ocr 


The Book Shop Bindery 


350-354 West Erie Street Chicago 








MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 









CLEVELAND MEMBERS A.W.A. O.W.A Chicago's and Kansas City’s Most Modern Warehouses 


| MERCHANDISE STORAGE an? 
CERMINA 
Grooxs Tens oe. See 


MERCANTILE WAREHOUSING ANS DISTRIBUTING ———— eeepeemen 









Do You Know»-~- | Foreign Freight 


(3) Make daily deliveries to suburbs as well as 


JOS. STOCKTON TRANSFER Co. F Orwar d ers 


Established 1857 1620 South Canal Strest, Chicage Established 1884 


D.C. ANDREWS & CO,., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Offices 
92 State Street 







WASHINGTON, D. C. 
When in Washington, Eat Well Seasoned, Home Cooked Food at 
THE AVENUE CROWN 
Across the Street from J. C. C. BLDG. 
EAE 1727 Penna. Avenue N, W. 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 
















DENVER, COLORADO 







Storage — Forwarding — Distribution — Cartage 
Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Les Angeles or San Francisco 
and weuld suggest that yeu complete your file by requesting 
the rates fer eur specialized service. 






FIREPROOF WAREHOUSES ON TRACK 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15 cents. Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Sterage Company 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 






PHILADELPHIA, PA. ¥°paiy Delivery Service to 290 Surrounding Towns. 


SOLID or POOL CAR and CONTAINER DISTRIBUTION | JNJIOIN TRANSFER CO. 


COMPLETE [Paaeetis SERVICE  vssipiary PHILADELPHIA LOCAL EXPRESS 


WAREHOUSING Established 1867 1004-26 Spring Garden St. 
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21435—Mid-Continent Petroleum Corp. et al. vs. A. V. I. Ry. et al. 
18458—Rates on petroleum and troleum products within the ter- 
ritory on and east of the Mississippi ver, and south of the 
Ohio River and east of the Indiana-lllinois State Line, and from 
points without to ints within said territory. 
17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 
17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 
17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 
18007—-Mid-continent Refiners’ Traffic Assn. vs. A. & S. Ry et al. 
18061—Transcontinental Oil Co. vs. A. & V. A 
18413—Indian Refining Co. vs. A. & V. Ry. et al. 
18451—Muscle Shoals Oil Co. vs. A. & V. Ry. et al. 
18605—The Caldwell & Taylor Co. et al. vs. 
18199—Standard Oil Co. of Ky. vs. A. & V. 
18253—Texas Co. vs. A. & R. R. R. et al. 
18653—Empire Refineries, Inc., vs. A. T. 
18689—Ohio Valley Refining Co. vs. B. 
18061 (Sub. 1)—Piedmont Oil Co. vs. A. x 
18253 (Sub. 1)—Pure Oil Co. et al. vs. A. & R. R. R. et al. 
18253 (Sub. 2)—Gulf Refining Co. et al. vs. A. & R. R. R. et al. 
1. & S. 2936—Petroleum from Chicago, Ill., and St. Louis, Mo., groups 
to Miss. Valley 7. 
il. & S. 3012—Petroleum and-petroleum products from the southwest 
to the southeast (further hearing). 
21115—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 
21690—Marland Refining Co. vs. A. T. & S. F. Ry. et al. 
* 21756—Illinois Oil Co. vs. A. T. & S. F. Ry. et al. (in connection with 
17000, part 4-A, petroleum and petroleum products). 
* 21784—White Eagle Oil and Refining Co. vs. A. T. & S. F. Ry. et al. 


eg 6—Washington, D. C.—Commissioner Porter and Examiner 
mes: 

21723—In the matter of container service. 

1. & S. 3198—Merchandise in steel shipping containers loaded on 
container cars between St. Louis, Mo., and Western and South- 
western points. 

* 1. & S. 3198 (Ist and 2nd supplemental orders)—Merchandise, in steel 
shipping containers, loaded on container cars, between St. Louis, 
Mo., and Western and Southwestern points. 


February 7—Argument at Washington, D. C.: 

* 1. & S. 3144 (and Ist supplement)—Petroleum and petroleum prod- 
ucts —_— Oklahoma to Gulf ports for export and coastwise move- 
men 


CONDITION OF EQUIPMENT 


Class I railroads°on December 15 had 132,405 freight cars 
in need of repair or 6 per cent of the number on line, according 
to reports filed by carriers with the car service division of the 
American Railway Association. This was a decrease of 6,648 
cars under the number reported on December 1, at which time 
there were 139,053 or 6.2 per cent. Freight cars in need of 
heavy repairs on December 15 totaled 99,726 or 4.5 per cent, a 
decrease of 1,030 compared with December 1, while freight cars 
in need of light repairs totaled 32,679 or 1.5 per cent, a decrease 
of 5,618 compared with December 1. 

Locomotives in need of repair on the Class I railroads of 
this country on December 15 totaled 8,518 or 14.5 per cent of 
the number on line. This was an increase of 178 compared with 
the number in need of repair on December 1, at which time 
there were 8,340 or 14.2 per cent. Locomotives in need of classi- 
fied repairs on December 15 totaled 4,710 or eight per cent, an 
increase of 297 compared with December 1, while 3,808 or 6.5 
per cent were in need of running repairs, a decrease of 119 
compared with December 1. Class I railroads on December 15 
had 5,698 serviceable locomotives in storage compared with 5,560 
on December 1. 


RAILROAD FUEL COSTS 


Reports submitted by Class I railroads to the Commission 
show the following average costs per ton, including freight and 
handling charges, for coal used in locomotives in switching and 
transportation train service, in October, 1928: Eastern district, 
$2.51; Southern district, $2.01; Western district, $2.76; United 
States, $2.49. After deducting direct freight charges these 
averages are as follows: Eastern district, $1.92; Southern dis- 
trict, $1.72; Western district, $2.61; United States, $2.10. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended January 5 totaled 15,037 cars, as compared with 9,788 
cars (revised) the preceding week, and 13,373 cars in the cor- 
responding period of 1927, according to the Bureau of Agricul- 
tural Economics of the Department of Agviculture. Shipments 
were reported as follows: 


Apples, 1,520 cars; carrots, 122 cars; cabbage, 863 cars; cauli- 
flower, 412 cars; celery, 694 cars; cucumbers, imports, 3 cars; grape- 
fruit, 749 cars; imports, 9 cars; grapes, 6 cars; green peas, 5 cars; 
imports, 78 cars; lemons, 349 cars; lettuce, 1,329 cars; mixed citrus 
fruit, 394 cars; mixed vegetables, 506 cars; imports, 5 cars; mixed 
vegetables, 122 cars; onions, 422 cars; oranges, 2,547 cars; pears, 50 
cars; peppers, 13 cars; imports, 20 cars; spinach, 408 cars; straw- 
berries, 3 cars; string beans, 15 cars; imports, 5 cars; sweet potatoes, 
429 cars; tomatoes, 92 cars; imports, 249 cars; potatoes, 3,987 cars; 
imports, 6 cars. 


WAGE STATISTICS 


Class I railroads the middle of October had 1,724,430 em- 
ployes to whom compensation of $256,359,515 for that month 
was paid, according to the monthly statement prepared by the 
bureau of statistics of the Commission on wage statistics. 

Compared with the returns for October, 1927, the summary 
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for October, 1928, showed for every reporting group a decrease 
in the number of employes and in the average number of 

of all employes per working day. The total number of 

ployes decreased 59,112, or 3.31 per cent. Because of ap » | 
crease in the average hourly earnings, and the fact that October 
1928, had one more working day than October, 1927, the total 
compensation increased twenty-seven hundredths of one Der 
cent, according to the statement. 


FOREIGN VESSELS AND INSPECTION 


Senator Jones, chairman of the Senate commerce commit. 
tee, has introduced S. 5132, a bill providing that every Vessel 
flying a foreign flag leaving a port of the United States, Or a 
port in any territory under its jurisdiction, for a port other tha 
its home port, shall be subject to the laws and regulations of 
the United States the same as domestic vessels, relating to jp. 
spection and to lifeboats, floats, rafts, life preservers, line-carry. 
ing projectiles, and the means of propelling them. 


COMMERCE IN U. S. VESSELS 


In the ten months ended with October, American flag ye. 
sels carried 34.3 per cent, by value, of domestic exports, as 
against 35.2 per cent in the 1927 period, and 32.1 per cent, by 
value, of general imports, as against 33.5 per cent in the 1997 
period, in the foreign commerce of the United States, according 
to the summary of foreign commerce issued by the Departmen 
of Commerce. For October, American vessels carried 34.1 pe 
cent of domestic exports, as against 34.8 per cent in October, 
1927, and 31.1 per cent of general imports, as against 30.1 per 
cent in October, 1927. 


CHANGES IN DOCKET 


Hearing in No. 21641, Hoffman Bros. Co., a corporation, et aj, 
vs. A. T. & S. F. Ry. et al., assigned for January 12, at Chicago, 
Ill., before Examiner Disque, was canceled. 

Hearing in I. and S. 3181, switching charges at Oklahoma 
City, Okla., between Ft. S. & W. R. R. and St. L-S. F. Ry, 
assigned for January 21, at Oklahoma City, Okla., before Ex. 
aminer Griffin, was canceled. 

Hearing in No. 21424, The Shafton Co. et al. vs. F. EB, ¢, 
Ry. et al, assigned for January 9, at Chicago, IIl., before Exam. 
iner Disque, was postponed to date to be hereafter fixed. 

Hearing in I. and S. 3206, hollow building tile between 
points in Trunk Line, C. F. A. and W. T. L. territories, set for 
January 7, at Chicago, before Examiner Disque, was canceled. 


NEFF NOMINATION OPPOSED 


Representatives of railroad labor organizations appeared 
before the Senate interstate commerce committee, January §, 
in opposition to confirmation of the nomination of Pat M. Neff, 
former governor of Texas, for reappointment as a member of 
the Board of Mediation. Senator Mayfield, of Texas, who is 
opposed to confirmation, was heard by the committee in execu 
tive session. Mr. Neff was to be afforded an opportunity to 
appear before the committee later. 

Among the railroad labor representatives who testified were 
L. V. Kanan, vice-president of the Switchmen’s Union of Amer 
ica; W. M. Clark, vice-president and legislative representative 
of the Order of Railway Conductors, and J. W. Lockland, legis- 
lative representative of the Brotherhood of Locomotive Engi- 
neers. 

The testimony indicated that the opposition to Mr, Neff was 
based largely on the ground that he was not fitted to act as 4 
mediator. Some complaint was made as to delay in the handling 
of cases that were assigned to him. 

W. N. Doak, of the Brotherhood of Railroad Trainmen, 
who accompanied the labor representatives to the hearing, said 
it appeared that the question at issue was whether Mr. Nef 
had the tact and ability that was necessary a mediator should 
have and that. apparently the board member had not been suc 
cessful in getting cases settled. 


COAL PRODUCTION AND SHIPMENT 


Total production of soft coal the week ended December 29, 
which included the Christmas holiday, was estimated at 6,890,000 
net tons by the Bureau of Mines of the Department of Com- 
merce, aS compared with the revised estimate of 11,056,000 tons 
for the preceding week. Anthracite production was estimated 
at 915,000 net tons, a decrease of 578,000 tons as compared with 
the output in the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended December 30 totaled 17,546 net tons, bringing the 
total for the season to 34,765,743 tons. This concluded the report 
for the season as to lake cargo coal. 

Tidewater bituminous coal shipments the week ended De 
cember 29 from Hampton Roads totaled 446,008 net tons, of 
which 252,623 tons were for New England delivery. 

Cars of coal forwarded over the Hudson to eastern NeW 
York and New England the week ended December 8 were tT 
ported as follows: Bituminous, 2,876; anthracite, 3,606. 





